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STUDY SCOPE 


This study examines potential problems in mobility. 
Traffic generated from planned development in 

the Region is likely to place significantly greater 
demands on some components of the transportation 
system than they are presently able to accommodate. 
The study identifies the future mobility problem, 

a range of solutions , the importance and the timing 
of projects proposed to maintain adequate mobility 
standards. 


This study does not address the full range of trans- 
portation improvements necessary to solve all 

safety, traffic circulation and local development 
access problems. Rather, it centers on major problems 
related to the long term planned development of the 
Region. 


Environmental, social and financial factors related to 
identified transportation improvements are not 


analyzed. These considerations may affect the type, 
location, timing and validity of the improvement, 
not the need. The examination of factors must be 


completed as part of more detailed planning and design 
studies to be undertaken prior to the setting the final 
importance and the implementation of the major trans- 
portation improvements. 


StuDY APPROACH 


The study projects the requirements for future capital 
expenditures on transportation systems to meet land 
development objectives and provides a framework to 
monitor and review these requirements. This approach 
also makes it possible to identify those transportation 
projects with the potential for stimulating development. 


The need for and timing of transportation improvements 

are identified, related to distinct areas of 

planned development and the staging and expected timing 

of development in those areas. The projected timing, 
necessity and validity of proposed transportation 
improvements can be re-evaluated periodically by monitoring 
the rate and updating forecasts of development in areas 
that contribute to the need for the improvements. 


In corridors where transportation improvements are 


projected one set of transportation improvements are 
identified to overcome the project capacity deficiencies. 


AK 


An incremental decision process is used which 
promotes maximum use of the present road and transit 
system through low cost improvements. Where low 
cost improvements are insufficient to meet projected 
demand major transit projects are evaluated. If 
transit projects are not expected to satisfy travel 
requirements then major road projects are considered. 
This set of improvements will collectively solve the 
identified problem but may be implemented in a variety 
of ways to satisfy Regional concerns about financing 
Or environmental impacts. 


METHODOLOGY 


Established transportation planning techniques have 
been used to complete travel demand forecasts, to 
identify problem areas, and to select a series of 
SOlUtiIOnS. ‘Existing and forecasted tratfic volumes 
were compared with transportation system capacities 
at selected locations. Deficiencies in the trans- 
portation systems are identified where forecasted 
travel volumes exceeded the road and transit system's 
service capability. A series of available options 

is generated. 


The relative importance of transportation improvements 
is determined using measurable variables of land use and 
transportation impacts. Only factors affecting 
mobility were included in this evaluation. 


ASSUMPTIONS 


The analysis in this study is based on a number of 

assumptions regarding the planned development area, 
the rate of growth of development and the impact of 
transportation improvements on development. These 

assumptions are summarized as follows: 


REGIONAL DEVELOPMENT ASSUMPTIONS * 


fo) 550,000 persons will live in the! Region by 
the year 2001. 


fo) 2907000 mon opportunities wil lh be available in 
the Region by the year 2001. 


O The Allarco development proposed (Ancaster) wiil 
be included in the designated urban area and be 
developed. 

fo) Development wil proceed on the basis of Regional 


Official Plan Staging Policies. 


pice 


RATE OF POPULATION GROWTH ASSUMPTIONS 


O. Provision of adequate industrial lands and 
other stimuli will be successful in initiating 
more rapid development in the Region by the 
mid 1980's. 


fo) The rate of growth throughout the planning period can 
be characterized by an "S" shaped curve with 
the growth rate increasing to the latter 1980's, 
then holding a constant rate to the latter 1990's and 
then decreasing. 


fe) The rate of planned redevelopment of existing areas 
is also characterized by an "S" shaped curve and 
will be 95% complete by the mid 1990's. 


O Stage I development will be 50% complete by 1990. 

O Growth for each distinct area within the perimeter 
of each development stage will proceed at the same 
rate as the overall growth rate for that stage. 


ECONOMIC DEVELOPMENT ASSUMPTIONS 


fo) Major industrial lands will attract new employment 
opportunities within the next five years. 


fe) Commercial and service oriented development will 
keep pace with industrial development to provide 
a balance of job opportunities. 


TRANSPORTATION ASSUMPTIONS 


fe) Use of the auto will diminish, relative to the present, 
but will remain the dominant form of transportation. 


fe) Transit umodal split will more than double. 
fe) Red Hill Creek Freeway will be in place by 
£390. 
O Intermediate capacity transit will be operational 


by mid 1990's and will influence 
travel characteristics in the Mountain corridor. 


fe) Minor road improvements will be implemented within 
the planning period but not necessarily before 
major improvements. 


x Conclusions may be altered through application of the study 
methodology in light of revised development assumptions as 
part of the review. 

AV 


CONCLUSIONS 


A number of conclusions can be drawn from the study 


analysis. They are summarized as follows: 
DEVELOPMENT 
fo) Opportunities for achieving the projected growth rate 


Ele! the Region partially depend upon providing adequate 
serviced industrial. lands in) the near future. 


Major improvements to the existing transportation 
system are required to support planned Regional 
growth. 


Transportation system improvements are necessary 

to remove development constraints and promote 
development by improving accessibility ( particularly 
in the case of the Albion Industrial Park and 
Glanbrook Industrial Park situated on the east 
Mountain). 


Major increases in the rate of Regional growth 
have been projected in the future. The current 
slow growth trends which indicate forecasts are 
optimistic cannot be ignored. 


Growth must be monitored closely to identify 
changes in trends. 


The timing of planned capital intensive transportation 
improvements should be re-evaluated periodically 

on the basis of results of monitoring the rate of 

land development. 


TRANSIT 


O 


Transit must become an increasingly important mode 
of travel in the future, particularly in areas 
where road systems cannot be expanded to satisfy 
the increased travel resulting from planned 
development. 


R feasible increase in transit utilization of up 
to 300% has been identified. This will create 
the need for significant expansion of the transit 
fleet. Proportionate increases will be required 
fOyY SvippoLe. cacliitices inciudingamaintenance 
equipment and storage areas. 


For transit to be competitive with the auto in 


congested corridors, special emphasis in the 

use of express transit service, bus only lanes, 
separate right-of-way transit and other improve- 
ments must be considered. 


AGP 


a 


ROAD 


Significantly greater emphasis on transit planned 
for the future will necessitate integrated financial 
planning for both transit and road transportation 
facilities to optimize investment. 


Development in the Region must incorporate features 
that will accommodate and promote transit usage 
(especially in suburban areas). 


Although bus service will remain the principal form 

of transit in the Region, a higher capacity transit 
system will be required to supply service across the 
escarpment south of the C.5BuD.. Transit must be 
competitive and must supply sufficient capacity if 

the additional requirements for major road improvements 
in this area are to be limited. 


Immediate aggressive promotion of transit must occur 
if the public is to be convinced of its benefits 

and the estimated levels of transit ridership are to 
be achieved. 


Interregional transit service must be upgraded 

to maintain a high accessibility to jobs and 
services for a wide variety of trip end locations 
outside of Hamilton. 


Interregional bus service provided in the Highway 
403/Plains Road corridor appears to be the best 
form of transit to serve the wide variety of trip 
end locations for travel between Hamilton-Wentworth 
and Burlington. 


To further promote the use of transit the inter- 
regional bus service oriented toward downtown 
Hamilton must possess well integrated connections 
with other transit modes, pedestrian travel md 
downtown activities. 


Regional road improvements are required to accommodate 
travel associated with planned Regional growth. 

These include: 

= Burlington Street East 

= The North-South Freeway and East-West Arterial, and 


- The Perimeter Industrial Road 


Vea 


Provincial Highway widenings including: 


- The Q.E.W. ( and Skyway bridge) 

- Highway 403 east and west of Hamilton 
- Highway 6 north and south of Hamilton 
- Highway 5 at Waterdown 


are required to overcome projected roadway 
deficiencies and to increase Regional accessibility 
to surrounding areas. 


Highway 6 north and south of the Region will remain 
important highway links providing access to the 
Region. Continued approval of development with 
direct access+to the highway wild result in a severe 
Eeauctevon Of Capacity and’ quality Of service on 
these highways. 


Implementation of specific minor road improvements 
Should be effective in delaying the requirements for 
construction of some major transportation facilities. 


PROJECT TIMING 


e) 


The relative importance of major transportation projects 
in supporting and stimulating planned development 

and the relative time frame in which the project 

must become operational are shown in exhibit I. 

Each project is represented by a bar, the height 

of which shows its relative importance. The left 

Side of the bar indicates when the project should 

be in place to increase screenline capacity. The 
right side of the bar shows the latest date to which 
the major project can be delayed by the implementation 
of minor improvements. 


The North-South Freeway is the most important road 
in support of and stimulating development; followed 
by the Perimeter Industrial Road. Both projects 
ave: Tequired inthe Mid: to latter 1980's. 


Improvements to Burlington Street East, the Q.E.W. 


beach strip corridor and Highway 6 north are 
required immediately. 
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RECOMMENDATIONS 


ies In order to accomodate the land development 
approved in the Regional Official Plan the following 
Regional projects should be considered for implemen- 


tation: 
(i) In the next five years. 
fe) Burlington Street East reconstruction. 
fe) Acquisition of land for the Mountain East- 


West and North-South Freeway. 


O Improvements to Mountain access routes in 
Hamilton iancluding: 


- widening Upper James from Mountain Brow 
to Fennell Avenue. 

- improvements at base of the Jolley Cut. 

- improvements to Sherman Access. 

- intersection improvement at King Street 
and Centennial Parkway. 


fe) Intersection improvements on Mohawk Road from 
Garth Street westerly. 


(ii) Beyond the five Year Capital Budget. 


fo) Construction of the North-South Freeway from 
Q.E.W across the escarpment in the mid 1980's. 


e) Construction of the East-West arterial in 
the mid to latter 1980's. 


fo) Reconstruction of Stone Church Road west of 
Upper James with extension to new north- 
south road in Ancaster depending upon the 
rate of development on Allarco properties. 


fo) Construction of a new north-south road in 
Ancaster from Rymal Road and Glancaster 
Road to Mohawk Road depending upon the rate 
of development on the Allarco properties. 


fo) Intersection improvements along Aberdeen. Avenue. 


AX 


fe) Construction of the planned Industrial 
Perimeter Road in the late F980"s. 


fe) Reconstruction and widening of Stone Church 
* Road and Rymal Road to be courdin:ated with 
with the staging of the East-West and 
orth- outh Freeway and the staging of 
development. 


fe) Construction of a new North-South road on the 
Hamilton Stoney Creek boundary from the north- 
south Freeway to Rymal Road to be coordinated with 
the Freeway staging. 


fe) The construction of an intermediate capacity 
transit line between downtown Hamilton and 
the Hamilton Mountain by the. early 1990's. 


In order to maintain and increase the level of 
accessibility to the Region from the surrounding 
areas it is recommended that the Province implement 
the following projects: 


fo) Reconstruct Highway 6 to at least 4 lanes 
from Highway 403 to Highway 401 in the early 
1980" s- 


fe) Construct a new four lane arterial road 
connection across the Beach Strip as soon 
aS possible. 


fo) Expand the Q.E.W. crossing the Hamilton Harbour 
shipping canal to an eight lane capacity 
imethe mid to Latter 1980 "s. 


O Expand the capacity of Highway 6 through the 
Clappison cut by the wate 1930 "s:. 


O Expand the capacity of Highway 403 from 
Mohawk Road to Highway 6 by the mid 1990's. 


fe) Implement land use access controls 
along Highway 6 north from Highway 403 
to Highway 401 and on Highway 6 south from 
Rymal Road to the Regional boundary immediately. 


Bes It is recommended that the following more detailed 
studies be conducted prior to implementation of 
the projects: 


By the Region: 


O A route alignment, feasibility and functional 
planning study of Intermediate Capacity Transit 
between downtown Hamilton and the Hamilton 
Mountain ( This study is now underway). 


By the Province: 


xe) A functional planning study to address the 
feasibility of expanding the capacity of 
Highway 403 between Mohawk Road and Highway 6. 


fe) A study of the impacts of the proposed Highway 8 
By-pass of Cambridge on the traffic demands 
on Highway 8 and Highway 6 in Hamilton- 
Wentworth. 


O A feasibility study plan for the expansion 
of Highway 5 through Waterdown. 


) A functional plan of the expansion of Highway 
6 through the Clappison Cwe. 


O A study to develop access control guidelines 
for (Provincial Highways. 


ae In order to promote and encourage a greater use 
of transit service in the future it is recommended that: 


O Transit capital budget planning be done in 
conjunction with road capital budget planning 
in Order tO Obtain the optimum allocation of 
funds expended on transportation services. 


O The Region embark on a long term program to 
promote transit usage. 


fo) A study be initiated to evaluate in detail the 
feasibility of implementing reserved bus lines 
and express transit service in specific 
corridors where transit travel will be required 
to increase in the future. 


aye 


O 


A long term strategy for the acquisition 
of transit capital equipment be adopted 
that recognizes the larger role that 
transit must play in carrying people in 
the future. 


In order to identify changing requirements in 
the timing or priority of transportation system 
improvements, it is recommended that: 


[e) 


The Region annually monitor changes in key 
indicators of travel, 


They Province monitor traffic: and travel 
Patterns "On those sections of Provincial 
Highways identified as requiring future 
improvements. 
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1.0 FACILITIES PLAN OVERVIEW 


The Regional Official Plan as approved by the Regional 
Municipality of Hamilton-Wentworth, June 1980, is the 
long term plan for development in the Region during 
the next twenty years. Major capital expenditures are 
required to implement the policies contained in the 
plan. The five year Capital Budget serves as a short 
cerm plan leading to the design and. construction of 
mequiucedi.capital facilities... The Transportation 
Capital Facilities Plan provides a direct connection 
between the long term policies of the Official Plan 
and the short term implementation schedule of the 
Capital Budget. These two are connected through an 
evaluation system related to the need for and 

timing of projects necessary to implement the Official 
Plan policies. 


The Transportation Capital Facilities plan has been 
prepared in two parts. 


Volume 1 of the study presents background data. In 
that report background data is summarized, a number 

of transportation issues are addressed and a com- 
prehensive evaluation procedure is developed. The 
basic methodology developed identifies the fundamental 
approach,to developing transportation system importance. 


Volume II of the study presents the results of the 
evaluation process along with conclusions and 
recommendations. More specifically, this report 
identifies Regional growth requirements related to 
the population and employment forecasts of the Regional 
Official Plan; presents the results of the travel 
demand forecast; describes a range of transportation 
requirements necessary to accommodate growth; and 
presents am ordered listing of all transportation 
projects identified. A number of conclusions and 
recommendations are presented related to both 
transportation system development and the process 
for including the recommendations in the Capital 
Budget Process. 


eal STUDY SCOPE 


The Transportation Capital Facilities Plan examines 
problems of mobility created by Regional growth 

related to planned development. Travel problems are 
anticipated to occur because growth designated in 

the Regional Development Pattern will place significantly 
greater demands on some components of the transportation 
system than they are presently able to accommodate. 
Future deficiencies in the existing system are 
determined, a range of solutions are examined, and 

the timing of projects are estimated in order to 
Maintain adequate mobility standards. 


While the principal study concern centres on mobility 
problems related to major population and employment 
increases, the local impacts of high intensity land 
use development, and other transportation issues are 
examined briefly wherever possible. 


Environmental, social and financialtrends are capable 
Of affecting not only the rate Of growth but also the 
amount of future travel. The evaluation of these 
impacts has not been completed in this study because 
they affect the location, type and magnitude of the 
solution rather than the mobility problem. The 
examination of these impacts must be completed as part 
of the detailed planning and design studies undertaken 
prior to the implementation of major transportation 
improvements. At that time location,type and scale 

of projects are determined in detail. 


bee? STuDY APPROACH 


Highly variable environmental, social and financial 
trends can effectively outdate many transportation 
related decisions in a short period Of time. To cope 
with these trends and variations the study approach 
was formulated to: 


© focus directly on the source of transporta- 
E1oOn problems Caused by Regional Growen; 


Oo maintain a high degree of flexibility in 
the evaluation process where these trends 
would have their greatest effect, and 


o prepare for potentially reduced Provincial 
and Regional funds allocated for transportation 


purposes. 


1.2.1 RegronaL GrowTH 


To address growth related problems, a process 
describing direct linkages between land develo- 

ment and transportation systems problems was prepared. 
The magnitude of road and transit deficiencies were 
established according to discrete locational 
characteristics of Regional Growth. The process: 


—keGcOGnizesS Varivation in the rate and 
location of population and employment 
increases, 


= enables the review from time to time of 
major transportation projects which have 
been identified for the twenty year 
planning period; 


— Liencittes Transportation projects with the 
potential for stimulating development. 


ea? FLEXIBILITY 


In recognition of rapidly changing economic, environ- 
mental and social trends the concept of flexibility 

was given special emphasis in the evaluation of 
transportation problems and the presentation of results. 


Flexibility related to Regional Growth is provided 

by establishing improvements on locationally 
dependent components for growth. Variation from 

the growth pattern used in this plan is expected and 
flexibility permits the reassessment of travel impacts 
without lengthy study. 


Secondly, flexibility in the implementation schedule 
is achieved through the application of a decision 
process which identifies a set of solutions. 

Where more than just low cost improvements are 
required, the sequence for implementing improvements 
may be varied to better accommodate financial and 
socio-environmental concerns. 


Thirdly, the priority evaluation process recognizes 
the importance of other land use and traffic factors 
leading to the implementation of transportation 
improvements. Decisions affecting other planning 
issues, public Satety,, trattiec circulation and 
financial concerns can affect the timing of various 
projects. While such concerns have not been 
specifically dealt with in this study, their impacts 
can be accommodated within the flexibility of project 
timing or as a result of modifications to the rate 
and/or location of development. 


1.2.5 FotenTIALLY REDUCED FUNDS 


Transportation improvements are determined using a 
stepwise decision process which promotes maximum use 
of the present road and transit system through the 
identification of low cost improvements. When a 
problem cannot be solved with low cost solutions, 
major transit projects are evaluated. If transit 
projects cannot be expected to satisfy the travel 
requirement then capital intensive road projects 

are considered. This approach provides a set of 
improvements that will collectively solve the problem 
but may be implemented in a variety of ways to satisfy 
other Regional concerns such as financial planning or 
personal. safety. 


Finally, transportation improvements are presented 
on the basis of providing adequate capacity to 
accommodate future demands with little reserve 
capacity on the Regional Road system, 


ue TIMING OF REGIONAL GROWTH 


ee REGIONAL GROWTH AND TRANSPORTATION IMPROVEMENTS 


An important component of any priority evaluation is 
the determination of when transportation improvements 
will be required. The analysis investigating time 
periods during which transportation projects should 
become operational must be related to land development 
and incremental Regional growth. This information 

was not readily available. Consequently a 

cumulative growth curve for Regional population 


was developed to simulate the future growth and 
arstrabwyeion. 


In developing the curve a number of concerns related 
to both present and future conditions were analyzed 
to comprehensively assess the impacts of timing on 
development progression. These include the 
identification of the following: 


O population growth trends for small 
geographical areas, summarized by 
munLelpale ty, 


O° *factors intluencing growth; 


© factors influencing the timing of project 
implementation. 


The following sections describe these concerns in more 
detail and identify their impact on the shape of 
future growth. 


Dey Past AND CURRENT IRENDS 


Exhibit 2.1 shows the population by municipality 
between 1965 and 1979. The table indicates that all 
municipalities in the Region experienced positive 
growth between 1965 and 1976 with the exception of 
Ancaster. This municipality progressively declined 
in population between 1971 and 1978. Since 1976, 
Hamilton, Dundas, Glanbrook and Flamborough have 
experienced decline in population in at least 

one year. 
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POPULATION BY MUNICIPALITY IN HAMILTON-WENTWORTH 
ibs [ee ES Vie, 


MUNICIPALITY 


30653558 


An evaluation Of the rate of growth for each 


municipality andicates chat while the average 


REGION 


283099 8507 || 366012 
285649 9088 || 370790 
291536 9159 || 378446 
293397 9436 || 381487 
296820 9641 || 386796 
298755 9821 || 390417 
303177 9889 || 395113 
304391 10032 || 397307 
305382 9980 || 398864 
306671 10023 || 401932 
311886 10057 || 408466 
312162 10047 || 409331 
311907 10039 || 411358 
307964 9945 || 407486 

9934 || 407758 


percentage change in population by municipality has 
been Nnighly variable since 1965, a general decline 
im the rate of population increase has been apparent 
Since that. time. The rate of population increase 
changed from a positive value to a negative value 

in 1976. The result was a decline in the population 
of the above municipalities. This trend continued 
through 1978 when the population of the Region 
dropped by 4,000 persons. 


23 FACTORS INFLUENCING CURRENT TRENDS 


Current population growth trends are influenced 
by a variety of social and economic conditions. 


Conditions over which the Region has no control 

may be social in nature such as changes in family 
Size and deferring family formation, or they may 

be economic in nature, reflecting changes in labour 
force composition or reflecting changes in national 
Or international policies. 


Conditions over which the Region does have some 
control include the provision of adequate developable 
land so that new employment opportunities may be 
attracted to the Region and so that existing 

business can expand locally. However, the provision 
of land is not sufficient. These lands require 

high quality support facilities and have to be 
provided at prices competitive with surrounding 
areas. In addition, residences must be available for 
the supporting population. 


As indicated in An Action Plan for Economic Growth 
(1978) the Region must actively and aggressively 


seek economic development. 


Ore ECheStaceors arrecting «current wrowth trends, 

the need for additional serviced industrial lands 
appears to be the most influential factor over which 

the Region has some measure of control. While the 
provision of industrial lands by itself cannot stimulate 
population growth it will remove an obstruction to 
Regional growth. 


peo" MODIFICATION OF THE INFLUENCING FACTOR 


Both the Region and the Area Municipalities have 
identified the need for providing industrial lands 

as indicated in their respective Official Plans. 
However, the approval process which permits these lands 
to become productive has traditionally taken a 

long time. Where the approval process 1s complete, 
asein the case Of the Albion Industrial Park, 
development has been slow owing to the lack of adequate 
road access. 


In fact, none of the lands which have been designated 
as industrial can be considered at present to be 
competitive with surrounding industrial areas outside 
of the Region because they have not obtained sufficient 
approval or have not sufficient support facilities. 


The development of these lands has been perceived as 
being critical tO generating growth in the Region. 

It is apparent however, that these lands will not be 
competitive for at least two years. At that time the 
approval process for lands in Ancaster and Stoney 
Creek will be complete and development of industrial 
sites will start to gain momentum. Over the next 
fourwyear period, industrial lands in Glanbrook, 
Flamborough and Hamilton will gradually acquire 
sufficient support facilities to be competitive. 

The gradual development of industrial lands is anti- 
cipated to produce a reversal in existing growth 
trends. In the early stages, growth will remain 
slow; however, as more lands come on stream, the rate 
of increase will accelerate. 


2. THE SHAPE OF FUTURE REGIONAL GROWTH 


Regional population and employment forecasts were 
based on projected birth, death and net migration 
rates. THe primary driving force for crowth has 
been identified as the development of lands 
providing job opportunities. It is therefore logical 
to assume as lands approach full development, then 
Growen related to this set of stimuli will taper ort. 
The final stages of development will be slow because 
prime sites will have been taken. Larger firms will 
be unable to assemble large parcels of land on 
presently designated sites. Growth related to economic 
and other stimuli identified in 1979 will no longer 
represent the principal driving force in the Region 
as new lands are designated for growth and as new 
growth stimuli becomes apparent throughout the next 
twenty years. 


This description of economic stimuli for employment 
and population growth produces an "sg" Shaped curve. 
The curve postulates that growth during the next three 
to five years will remain relatively slow as a result 
of processes currently in progress. As development on 
industrial and commercial properties gains momentum, 
the rate of development will increase. The Regional 
growth rate is highest where the slope of the 

Outside curve is steepest. 


omy che Latter part Of this century, industrial lands 
as presently designated will be largely occupied and 
growth associated with these lands will be slowing 

as shown by the gradual decline and leveling off of ' 
the growth curve. Overall Regional growth in that 
time period should continue, however, since new 

lands will be made available for development and other 
growth generating stimuli will be identified. 


Development Areas are shown in Exhibit 2.2 and are 
indicated as zones in Exhibit 2.3,Growth within each 
stage is again characterized by the"S" shaped curve. 
Growth within each Development Area was assumed to have 
Similar characteristics. For this reason, the 
percentage of growth for any Development Area contained 
within a stage is the same for all Development Areas at 
any given point in time. 


The -qraph of Exhibit 2.3 indicates the frollewing: 


A Growth between 1985 and 2001 will have 
£60 gueatly surpass growth between 1965 
and 1977 (see graph) 


Ze A number of events are important to the 
initiation of change in the present trends. 
These include completion of the approval 
processes necessary to permit the 
development of industrial sites and the 
construction of suitable access roads to 
existing sites. 


3. The assumed rate of growth for each development 
area within a stage is approximately equal. 


Geographic units of population in Hamilton- 
Wentworth are in a state of constant change 

in that older areas of Hamilton will continue 
to experience population decreases while others 
will experience significant growth. For this 
reason, part of the population increases will 
replace the existing population in, areas which 
ere expected to decline slightly. 


3.0 TRAVEL DEMAND FORECASTS 


at METHODOLOGY REVIEW 


In this section, existing and forecasted 
travel demands are compared with transportation 
systems capacities at the screenline level of 
detail. Transportation system deficiencies have 
been identified where forecasted 2001 travel 
volumes are in excess of the system capacity and 
a stepwise approach for identifying solutions 
has been used to identify a range of available 
options. 


The demand analysis indicates some screenline 
traffic volumes can be expected to increase by 
up to 100% during the planning period. In addition, 
transit usage in the Region is anticipated to 
increase from approximately 11% in 1978 to over 
20% of all personal travel. Transit usage in at 
least one corridor is anticipated to exceed 45% 
of all personal travel in that corridor. Fore- 
casts of vehicular travel reflect a major increase 
in transit utilization. If this level of transit use 
is not achieved, then traffic congestion can be 
expected to occur at an earlier date and be 
greater in severity. [In this event, a signi- 
ficant increase in scale and number of major road 
projects identified in this report would be required. 

As shown in Exhibit 3.1, transportation 
deficiencies are first identified where the 2001 
volume exceeds the 1978 capacity or where the 
volume to capacity ratio (v/c) exceeds one at 
existing levels of transit ridership. Next, a 
number of low cost road and transit options are 
evaluated to insure the existing transportation 
system is operating at its optimum efficiency. 
Thirdly, if this type of option cannot accommodate 
estimated travel demands, priority for further 
evaluation is given to feasible transit solutions 
before expansion of the road system is considered. 
Fourthly, if the deficiency cannot be resolved by 
transit, expansions to the roads are considered. 
Finally, if the v/c ratio remains close to one, 
both road improvements and tran it improvements 
are re-evaluated. 
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A\| ExistiNG conoiTions FUTURE CONDITIONS 
V/C < 0.96 
| STOP 


V/C > 0.96 


TRANSIT IMPROVEMENTS 


LOW COST ROAD 
IMPROVEMENTS 


V/C < 0.96 COSTING AND 
LAND USE ANALYSIS 


V/C> 0.96 


MAJOR TRANSIT D 
IMPROVEMENTS 
V/C < 0.96 COSTING AND 
LAND USE ANALYSIS | 


V/C > 0.96 


MAJOR ROAD F 
IMPROVEMENTS 


V/C< 0.96 
COSTING AND 
LAND USE ANALYSIS 


EXHIBIT 3.1: FACILITIES IDENTIFICATION DECISION 
PROCESS 


ne OVERVIEW OF DEMANDS, CAPACITIES 
AND REQUIREMENTS 


A summary of the screenline travel demands 
are shown in Exhibit 3.2 and the screenline locations 
arersnown in Exhibit 3.3. "The table indicates 
the existing and forecasted traffic volumes for 
various screenline capacities. Screenlines where 
a transportation deficiency is anticipated to 
occur and the types of solutions necessary to 
satisfy deficiences are identified. Local deficien- 
Cies indicate that while the overall screenline 
Capacity is not anticipated to be exceeded, congestion 
is expected on at least one roadway. A screenline 
where local deficiencies occur is usually quite long 
and the possibility of traffic diversion between 
roads crossing it is limited. Total deficiencies 
indicate screenlines where more than one road 
can be expected to be over capacity. 


Throughout the evaluation, a number of reasons 
are identified which indicate the need for road 
expansion. These reasons primarily fall into two 
categories; Regional development and local develop- 
Nent. 


The first and primary category which represents 

the basis of this study is overall growth related 

to new development as shown in the Regional Official 
Plan. This travel is dependent upon the allocation 
of persons and jobs represented in the Regional 
Development Pattern. 


The second category of road expansion require- 
ments is related to travel of a more local nature 
such as convenience shopping. This type of trip 
is made between the home and retail or service 
employment concentrations serving local needs such 
as@variety stores. While the need for road 
improvements to serve this local demand is 
recognized in the analysis, most of the travel 
requirements are short distance Erips: and-should 
be analyzed by special study. AS a result of the 
analysis, some of these road improvements are 
identified but they have not been included in the 
priority evaluation because the timing for tus 
type of development has not been evaluated at 
the level of detail required. 
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Exhibits 3.4 and 3.5 indicate the composition 
Of zonal growth ,for both Origins and destinations 
that must be accommodated in the P.M. peak hour, 
peak direction at each Screenline, The tables have 
been prepared for screenlines where deficiencies 
are anticipated to occur. The tables show the 
total contribution and the percentage of each 
developing area to screenline growth. Zones which 
contribute less than 5% to the total screenline 
are grouped into the category "Other". 


These two tables can be used to monitor land 
development relationships with respect to trans- 
portation impacts. As such, the tables represent 
a forecast of transportation impacts related to 
land development. Increasing development in any 
of the development areas can be traced to their 
impacts on individual screenlines. For example, 
growth in Hamilton's downtown at full Regional 
development will generate 62% of the traffic using 
screenline 8 and 88% of traffic on screenline 18. If 
growth in the C.B.D. varies from the rate of growth 
used in the calculations, the COrresponding impacts 
can be identified at screenlines 8 and 18. 


If development of the Hamilton downtown 
does not proceed as planned, the need for a 
humber of capital facilities related to those 
screenlines should be re-examined. If growth in 
development either lags or speeds up, the tables 
indicate where problems in the transportation 
will occur first. These problem areas then can 
be monitored and the effect on project timing 
can be identified and revised as required. The 
tables therefore represent an important monitoring 
tool capable of identifying not only the magnitude 
of development, but also the effect of timing on 
development in the transportation system. 


Exha bit 3.6 indicates the amount of growth 
which can be serviced by the transportation system 
with various levels of transportation improvements 
being supplied at screenlines where deficiencies 
are anticipated. The first condition indicates 
the amount of development that can be accommodated 
in the transportation system if no road improvements 
are made. The second condition of serviceable growth 
is dependent upon minor improvements being made 
to the road. system. As in the case of Screenline 3 
major capacity improvements are not required with the 
implementation of minor road improvements. The final 
serviceable growth is dependent upon major lmprovements 


being made. 
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BIT 36 SERVICASLE GROWTH BY DESTINATION ZONE BY SCREENLINE 


“ue 


uw 


| 
STAGE I 


CONDITION |: 


EXISTING CAPACITY 


YEAR 2 
STAGE TL | STAGE IL EXCEEDED 

1992-95 
100% = ——+ 1980 
100 % 
60% ———e 

1988 - 9I 
60% = ———+ 
60 % = ——+ 
60% ————— 
65% —- 1I990 - 93 
70% 
100% 

1990 

100 % 
40% 
40% 
40% ———— 1983 - 84 
40% 
0% 
50% = ——> 

1985 - 88 
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CONDITION 2: 


MINOR IMPROVEMENTS 


STAGE I | STAGE I | STAGE EXCEEDED 
200! + 
60% ——— 
60 % 
100% | 
50% 1988 - 9} 
— 60% ——- 
100 % 
100 % 
—— 380% ——~+ 
Se SOA 
CL 1994 - 97 
—— 80% ——~+ 
90 % 
2001 + 
80 % 
= 6S 
——=)5 {0% ———— 
TA ees 1990 - 93 
80 % | 
—— 0. 
50 % 
80 % 
90 % 
80 % 10 % 
—— eo SSS 
1991 - 94 
100 % 
60 % 
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PERCENT OF DEVELOPMENT AREA GROWTH SERVICEABLE UNDER VARIOUS CAPACITY CONDITIONS 


CONDITION 3: 


MAJOR 
IMPROVEMENTS 


YEAR 
EXCEEDED 


2001 + 


20o0i + 


200! + 


200! + 


200! + 


Ye OF 
ZONAL 
GROWTH 


peer pears 
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HIBIT 36 (con't) 


PERCENT OF OEVELOPMENT AREA GROWTH SERVICEABLE UNDER VARIOUS CAPACITY CONDITIONS 


CONDITION |: CONDITION 2: CONDITION 3: 
SL EXISTING CAPACITY MINOR IMPROVEMENTS MAJOR Nat 
— a ae GROWTH 
STAGE I EXCEEDED | STAGEI | STAGE 1/ STAGE | eyceenen | excEEDED 
14 ae 4, 
0% 6 % 
IS 25 % 
51 Yo 
13 % 
| 3% 
| 4% 
6 43 % 
18 % 
22 % 
0% 1984 - 85 15 % i992 - 95 2001 + 51 % 
10 % 80 % 13 % 
10 % 80 % 10 % 
—— 45% ——~ —_—- 80% ——— 4% | 
is 32 —— 40% ——- —- 60% —— 18 % 
8 10 % 30% 2! % 
35 —— 40% —— 1984 - 85 — 60% ——~ i986 - 89 2001 + 6 % 
31 ——- 40% —— —— 60% ——— 25 % 
7 10 % 60 % 74% 
20 15 90% 31 % 
13 90% 40 % 5 % 
23 100% 1993 - 96 2001 + 2001 + 13 % 
32 —— 80% ——— 1% 
1 —— 30% ——- 6% 
2! 33 — 100% —— 30% 
19 100% 100 %o 
32 i 1984 - 85 2001 + 200! + 2% 
20 100% Ieo% 
34 —— 100% ——— 6 
22 3 50% 0% | ue 
22 50 % | 12% 
21 50% | ee | 
34 Ek ee ae 
tg eure an i988 - 91 2001 + 2001 + ue 
I 0% -7 
ee Deeetreee S| ee a 


4iBIT 36 (con't) 


| 
STAGE I 


35 % 
35 % 
35 % 
35 % 
35 % 


30% 
13 0% 0% 


15 O% 


30 % 
25% 


1OTES: 


STAGE I 


CONDITION |: 


STAGE I 


=2 


YEAR 2 
EXCEEDED 


i98! - 82 


1980 - 8! 


1985 - 88 


1982-92 
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. STAGING AS DELINEATED IN REGIONAL OFFICIAL PLAN LAND USE. 


-. APPROXIMATE YEAR ROAD CAPACITY WILL BE EXCEEDED. 


*. PERCENT GROWTH OF TRAFFIC FROM ZONES UTILIZING SCREENLINE. 


CONDITION 2: 


DESTI- 
SL | NATION EXISTING CAPACITY MINOR IMPROVEMENTS 
ZONE | 
STAGE I | STAGE I | STAGE II 


YEAR 
EXCEEDED 


2001 + 


1988 - 9 


PERCENT OF DEVELOPMENT AREA GROWTH SERVICEABLE UNDER VARIOUS CAPACITY CONDITIONS 


CONDITION 3: : 
% OF 


MAJOR 
IMPROVEMENTS | 


ZONAL 
GROWTH 


YEAR 
EXCEEDED 


23 % 
6 % 
2% 
5 % 


23 % 
25 % 
19 % 
\7 % 
100% 


200! + 


| 47 % 
14 % 
22% 
5% 
9% 


200] + 


12% 
7% 
39 % 
12% 


4% 


200! + 


33 % 
36 % 
19 % 
T % 
19 % 


200! + 


64% 
23% 
37 % 
64% 
30 % 
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In addition, the table indicates the dependence 
of each development area on a particular screenline 
and a range of years in which the capacity is 
anticipated to be exceeded. : 


A complete evaluation of each screenline is 
presented in the following sections. The screen- 
line analysis is presented in the following sequence: 


a) Statement of existing conditions. 


b) Review of recent studies related to 
screenline improvements. 


c) Identification of minor transit and road 
oriented solutions with a discussion of 
their suitability for satisfying needs. 


ad) Identification of major transit and road 
oriented improvements and consideration 
of their suitability for satisfying demand. 


3.5 SCREENLINE ANALYSIS 


oak SCREENLINE 1 AND 2: 
EAST REGIONAL BOUNDARY 


The existing traffic volumes at the east 
Regional boundary now represent only 47% of the 
screenline capacity. There is presently a neg- 
ligible amount of transit usage across the screen- 
line. Canada Coach now provides inter-city transit 
services along Highway 8 and the Q.E.W. to areas 
of major population concentrations in the Niagara 
Peninsula. Because travel in this corridor has a 
wide variety of trip ends, bus transit is not anti- 
cipated to reduce the future need for road improvements 


on this screenline. 


In the future, traffic forecasts indicate the 
screenline volume will be 19% over the existing 
capacity. The orientation of travel patterns for 
the Q.E.W.,Highway 8,and Highway 20 differ because 
each serves a different geographical area. For 
this reason, the possibility of diverting traffic 
between these roads is limited and capacity 
relationships for each road must be examined individ- 


ually. 
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Transit use at this screenline is presently 
negligible. In the future, the amount of transit use 
in this corridor is expected to increase but will 
remain a relatively small portion of the total 
travel demands. Inter-city bus tCravsit, Similar 
ro LNG present service,will have no effect in 
reducing the need for future road improvements. 


Vehicle travel forecasts completed for the 
south Regional boundary indicate that traffic 
volumes on Highway 6 will be approaching capacity 
by the end of the planning period but that Highway 
56 will be operating well below its capacity through- 
out the planning period. While the orientation of 
these two highways is similar and may be suitable 
for some potential traffic diversion between roads, 
the divergent path of these highways south of the 
Region prevents potential large scale traffic 
diversion. 


Recent forecasts contirm the findings of the 
MTC study suggesting that future traffic volumes 
can be accommodated on the existing roads at the 
Regional boundary to the end of the planning period. 
However, Highway 6 will be operating close to cap- 
acity in the late 1990's and traffic volumes will 
have to be closely monitored by the MTC and the 
Region during the last ten years of the century. 
Further discussion of Highway 6 is contained in 
SECEION, 3.34 L0s 


ieee SCREENLINE 4: 
SOUTH WEST REGIONAL BOUNDARY 


Traffic volumes for all three of the Provincial 
Highways are well below their individual capacities 
during the p.m. peak hour. 


In recent years, there has been an increasing 
awareness of conflicts between the high volume 
trattic using Highway 2 and abutting land develop- 
ment. As a result, the MTC implemented a number 
of road improvements designed to provide adequate 
traffic service and to reduce traffic conflicts. 
These improvements included lane widenings, inter- 
section improvements, resurfacing and a reduction 
of the speed limit. 


ma he 


In the future, traffic volumes are anticipated 
to be 256 times the existing volume. With this 
increase in demand, traffic volumes would be within 
69% of capacity by the end of the planning period. 
Although land development considerations do not 
indicate a need for increasing screenline capacity, 
Highway 2 is anticipated to attract almost all of 
the increase in traffic and the Gapacrvey of ‘thas 
road will be exceeded in the LoSO'S. 


Construction of Highway 403 on the new align- 
ment between Ancaster and Brantford will lower 
screenline volumes to 39% of capacity, will separate 
local traffic from long distance and high speed 
traffic and will reduce the frequency of traffic 
conflicts with abutting land use on Highway 2. 


West of the Regional boundary, Highway 403 
will be extended from Paris to Highway 401 in 
the near future. This road extension will benefit 
Regional business by improving access to markets 
in south west Ontario. However, the road is also 
anticipated to divert through traffic from Highway 
401 to Highway 2. Unless the portion of Highway 403 
within Hamilton-Wentworth is constructed at the 
Same time,congestion problems and traffic conflicts 
will be intensified earlier than 1990. 


Meansit usage in this corridor is presently 
negligible. In the future, the number of transit 
riders will increase but will continue to represent 
a small portion of all travel. Intercity bus 
services of the type presently provided or an 
express service will continue to satisfy transit 
demands during the planning period. Transit usage 
is not capable of reducing the need for road 
improvements in this corridor. 


Sp oe SCREENLINE 5: 
NORTH WEST REGIONAL BOUNDARY 


Traffic volumes on Highway 6 North are close 
fo 86% of the available capacity and occasional 
congestion is apparent. Traffic volumes on Highway 8 
and other roads crossing the north west Regional 
boundary are well below their capacity. 
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The MTC has now completed the design of a 
road widening for Highway 6 North from the end 
of the existing four lane section, near the 
Clappisons Cut, tO Preelton. Construction of the 
widening commenced in 1980. The MTC is also 
presently involved in a study to determine whether 
Highway 6 north of Freelton should be expanded on 
its existing alignment or if a new alignment is 
required. A new alignment would connect Highway 6 
North directly to the Hanlon Expressway through 
Guelph . That study will be completed in the 
near future. 


Transit usage in this corridor is presently 
negligible relative to the amount of personal travel. 
A regular intercity bus transit service and a limited 
amount of express bus service is now operational. 
Pile type of DUS Cransat is anticipated to satisry 
transit usage demands beyond the year 2001. 


Forecasted traffic volumes indicate a doubling 
Of the amount of screéenline traffic, and a capacity 
deficiency on both Highways 8 and 6 will occur 
in the latter part of the 1990's. The increase in 
traffic will be distributed between the two 
roads if existing traffic connections are maintained. 
Widening of Highway 6 to four lanes from its present 
two is necessary to reduce travel demands from an 
estimated 67% over capacity to 68% under capacity. 
With an improvement of this nature there 1s some 
potential for eliminating the need to improve Highway 
8 because traffic can be diverted from it to Highway 
6 within Hamilton-Wentworth. 


The traffic diversion is possible because 
of the congested conditions encountered by through 
traffic in the City of Cambridge. If through traffic 
is separated from local traffic by the Gonstruction of 
a by-pass route around Cambridge, a Ssigniftacant 
amount of traffic may be diverted from Highway 6 to 
Highway 8. While the new by-pass around Cambridge 
would provide a more direct route to Hamilton-Wentworth, 
from the Kitchener area the road system in Flamborough 
does not necessarily have the capability of satisfying 
resultant demands. The construction of a by-pass around 
Cambridge could lead to the need for capacity improvements 
between Peter's Corners and Hamilton. Further 
analysis is required to assess the extent of impacts 
On area roads resulting from a Cambridge by-pass. 


= o = a 
2 ee SCREENLINE 6: REGIONAL BOUNDARY 
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' There is presently no transit service across 
this screenline. A small latent transit demand 
presently exists and some bus service may have to 
be supplied in the future. However, transit services 
would continue to represent a Very Smtiall portion of 
personal travel and would not reduce the need for 
road improvements to Highway 5. 


5 31,0 SCREENLINE /: WATERDOWN SOUTH 


The only Provincial Highway providing access 
across this screenline is Highway 6 at the Clappisons 
Cut. Although Waterdown Road also provides access 
to Waterdown from Hamilton via Highway 403, the 
Heqion Of Halton Nas jurisdictional responsibility 
for the road south of the escarpment. 


Traffic forecasts indicate that future volumes 
on Highway 6 will be significantly higher than the 
present roadway capacity. Under these conditions, 
the 2001 volume would be 150% of the road capacity. 


Minor road improvements including the provision 
Gm EruchwCilimbang Lanes 1n this corridor and control 
of access between Parkside Drive and Highway 403 will 
not independently eliminate the problems of congestion 
but will significantly reduce the amount of traffic 
congestion. However, if a truck climbing lane is 
combined with the provision of strict access control, 
traffic volumes can be accommodated within service- 
able limits. 


As congestion in the Highway 6 corridor increases 
so will traffic congestion on Waterdown Road. 
However, the widening of this road should not be en- 
couraged for these reasons: 


al traffic congestion is forecasted on 
Highway 403 between Highway 6 and the 
Dee. Wis 

b) an improved Waterdown Road will attract 


additional through traffic to residential 
areas and traffic congestion in the village core 
at the intersection of Highway 5 will result, and 


c) a portion of Waterdown Road is not in the 
jurisdiction of the Region. 
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. Transit usage at this screenline was negli- 
gible in 1978 even though bus services to Waterdown 
and Guelph have been in existence for many years. 
Future transit usage in the amount of 1023 or approx 
imately 500 persons is feasible. In order to achieve 
this level of transit usage a high quality bus 
service competitive with the automobile will be 
required to connect Waterdown with downtown Hamilton. 


a5) 7 SCREENLINE 8: HIGHWAY 403 EAST 


Tattle int this corridor is principally related 
to commuter travel between the Hamilton CBD and 
Burlington. Existing traffic volumes represent 
only 52% of the peak hour capacity. However, in 
the future, traffie volumes are expected to exceed 
Ene Capacity by 37%. Travel forecasts for Ehis 
corridor indicate severe congestion can be expected 
in the early 1990's. This congestion will occur 
even with a 400% increase in transit utilization. 


A number of alternatives are possible including 
widening of Highway 403, and extending the future 
Industrial Perimeter Road as far as Highway 6. An 
expansion of Highway 403 between King Street West and 
Highway 6 will reduce the travel demand to within 18% 
of capacity but will not solve the congestion problem 
i cus corridor, “for this approach to work, the 2anter— 
change with Highway 6 must be upgraded to satisfy 
high volume turning movements. According to the 
Perimeter Road Route Alignment study an expansion of 
Highway 403 to eight lanes from the present six, 
between the future Perimeter Road and Highway 6, is feasible 
without modification to the railway structures north 
of York Street. However, an expansion beyond 
eight lanes would require major expansion or replacement 
of the structures. Therefore, unless major transit 
improvements are implemented in this corridor, major 
road improvements will be required. 


In order to meet the transit ridership estimated, 
transit utilization will have to increase from 5% 
to 20%. Transit ridership estimates would be in 
the order of 3,200 persons in the peak hour. This 
ratio of personal travel by auto and transit is 
comparable to transit usage across the escarpment 
south of Hamilton's CBD in 1978. The diversity of 
trip end locations in Burlington indicates transit 
service requirements are readily accommodated by local 
and express bus service rather than commuter ae 
since commuter rail cannot provide sufficient 
Bluexa bul Vey. 
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Transit connections for this type of service 
must access downtown Hamilton at one end of the 
trip but must service many residential areas and 
smaller commercial areas at the other end of the 
trip. The details of the provision of service 
can be determined as the demand warrants. Road 
improvements in this area must give special 
attention to design features promoting the develop- 
ment of high quality bus transit. 


At the present time, there has not been 
sufficient analysis to propose any options beyond 
expanding Highway 403 to eight lanes and supplying 
high quality transit service in the corridor. 
Additional study is required to examine all of the 
issues related to the supply of transportation 
services in this corridor if socially and environ= 
mentally sound traffic solutions are to be arrived at. 


3.3.8 SCREENLINE 9: NORTH DUNDAS 


Both existing and forecast traffic volumes north 
of Dundas are anticipated to remain well below capacity. 
However the majority of traffic will be oriented 
toward Highway 8 causing congestion on the Highway 8 
escarpment access. 


Transit travel across this screenline is presently 
negligible although an inter-city bus service is 
provided by Canada Coach Lines. Transit travel 
demands are not anticipated to increase significantly 
during the planning period. Consequently, the 
existing type of service should remain adequate. 


In the course of this analysis it became apparent 
that through traffic and land use conflicts were 
prevalent on Brock Road in the Village of Greensville. 
The principal orientation of non local” traftiic wsing 
this road is to and from the Flamborough Downs Raceway. 
large volumes Of traffic on Brock ROad in the Village 
area are incompatible with roadway geometrics and 
residential development abutting the road. While 
the need for road improvements or a roadway realignment 
is not directly related to Regional Growth, it 
must be recognized that traffic safety considerations 
and land use conflicts may require that improvements 
be completed within the planning period. 


As discussed in the analysis of screenline 5, 
improved highway access around the City of Cambridge 
could lead to substantial increases in travel demands 
south of Peters Corners on Highway 8 Highway 5 and 
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Highway 52. While the increased traffic volumes are 
not anticipated to exceed the capacity of these roads, 
traffic analysis is required to assess the impact vi 
the Towns of Dundas and Greensville to reduce 

adverse impacts on the Town's street system. One 
possible method of doing this is to desginate Highway 
52 as the preferred access route to Dundas, West 
Hamilton and Ancaster. 


3,3,9 SCREENLINE 10: ANCASTER URBAN 
AREA LIMITS 


The 1978 traffic volumes represented only 25% 
of the capacity at this screenline. 


im Generali, future trartic conditions On tits 
screenline are very similar in nature to screenline 
4 at the South West Regional limits. The difference, 
however, is that here, the Highway 403 section of this 
road has already been constructed to separate long 
distance high speed and through traffic from sensitive 
land uses. Future travel volumes at this screenline 
are anticipated to be well served by the existing road 
Sys cem. 


% 5.10 SCREENUINE LI’ SOUTH CITY OF 
HAMILTON LIMITS 


BXisting trarttic volumes aro presently well below 
the capacity. Much of this capacity, however, 1s 
provided by three Regional Roads which do not adequately 
accommodate the through movement of traffic. Highway 
6 is the only road at the present time having direct 
connections at both ends and structural and geometric 
standards necessary to serve through traffic. The 1978 
traffic volume of 75 veh/hr on Highway 6 and capacity 
of 2,650 veh/hr show that only 28% of the roadway . 
capacity is presently being used. Tie ainecEe cCOnnecelon 
of the Provincial Highway System to Hamilton's 
arterial street system forces through traffic to use 
Hamilton streets and conflicts with the interaction 
between local traffic and abutting land use, particularly 
strip development. This conflict is a major cause 
Ob trarric congestion. 


The 1975 MTC study of the Highway 6 corridor 
identified a number of possible route alingments 
including one which incorporates a new alignment 
for Highway 6 located to the west of Southcote Road. 


-34- 


That alignment would connect Highway 6 to Highway 403 
in Ancaster. However, the need for a new road was 
not sufficiently justified during che planning period 
and a preferred alternative was not identified. As 

a result, only a number of minor improvements to the 
existing Highway 6 were identified as discussed 


under the South Eastern Regional Boundary Screenline 
(Se ur NOLS) 2 


Travel forecasts completed for the Facilities 
Plan indicate future traffic volumes of 1950 veh/hr 
On Highway 6 will remain below the current Capacity. 
Traffic volumes on Regional Roads will also remain 
well below the Capacity of-those roads. However, the 
diversion of through traffic from the arterial street 
system in Hamilton is desirable to alleviate traffic 
congestion in the urban area and at escarpment 
accesses in the vicinity of the Hamilton C.B.D. 


For this reason, the realignment of Highway 6 is 
desirable to provide a strategic link in the Regional 
transportation system. The extension of Regional 
arterial roads from Rymal Road south to the CLEy of 
Hamilton limits cannot be recommended for the 
purpose of supporting development in the Region at 
this time. Nevertheless, the extension of these 
roads represents a logical extension. of the urban 
arterial street system and should be given con- 
Sideration when lands are developed south of Rymal 
Road. 


While the Provincial Highway system is anti- 
Cipated to meet the travel requirements for the 
planning period, provision should be made during 
development, to protect the integrity of the arterial 
street system for Hanilton both north and south of 
the City limits. This action will be necessary to 
provide continuity in the arterial street system, 
to adequately accommodate development beyond the 
planning horizon and to insure that the public is 
aware of planned road improvements in the future. 
These roads may be upgraded in stages on the basis 
Cf Craters Warrancs. 


Inter-city transit, of the type now supplied 
by CCE on Highway 6, presently serves a very low 
demand relative to the overall personal travel at 
thas-secreenline. In the future, transit usage is 
estimated to remain low at about 4% of personal 
travel. The low level of transit usage in the 
future ceflects the basic inability of a transit 
system to satisfy the dispersed nature of trip 
ends in rural areas or the personal convenience of 
the: auto for. intéer-city travel. 
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Existing Ministry of Transport Plans indicate 
Mount Hope Airport will be expanded in the near 
future with the construction of a new east west 
runway, and the extension of existing terminal 
facilities at their existing location. Primary 
access to the airport site will continue to be 
via Highway 6. The amount of traffic generated by 
the airport will be dependent upon growth in air 
traffic and the amount of industrial development 
that takes place on lands north of the Dickenson 
Road. Highway 6 is anticipated to be capable of 
serving the increased traffic volumes expected. 


In the distant future there is some possib ility 
that terminal facilities will be moved to the south 
Side of Dickenson Road if air traffic growth 
increases sufficiently. Under these conditions, 
additional access to the airport may be necessary 
using Glancaster Road. For this reason adequate 
lands necessary to upgrade Glancaster Road should 
be protected. 


3.5.11 SCREENLINE 12: SOUTH AND EAST 
SALTELEET COMMUNITY 


Major increases in traffic volumes at this 
screenline can be accommodated without the need 
for road improvements. Even with the 93% increase 
in traffic volumes forecast for this screenline 
the capacity will not be exceeded during the planning 
period. 

Existing transit utilization at this screenline 
is negligible. Future transit ridership has been 
estimated at about 8% of total personal travel. 
Except for the transit travel oriented toward 
Binbrook the low ridership estimates reflect the in- 
ability of transit to service the wide variety 
of trip end locations crossing this screenline. 

The amount of traffic at this screenline which 
is oriented toward Nanticoke will vary with the 
improvements considered for Highway 6. The 
traffic volume related to Lake Erie development 
crossing this screenline does not indicate the 
need for ma jOr roadimprovements regardless of 
the Highway 6 location. 

Travel forecasts for the Glanbrook Landfill 
site were prepared for 1985 as part of the study | 
of solid waste management systems. An extrapolation 
of traffic related to the site indicates the peak 
hour capacity of this screenline woutd not be 
exceeded during the planning perioc 


-36- 


ee ame SCREENLINE 13: WEST HAMILTON 
MOUNTAIN 


Two arterial roads presently cross screenline 
13: Mohawk Road and Rymal Road. Present traffic 
volumes are now within 82% of the capacity of 
these roads. 


Travel forecasts for this screenline indicate 
that traffic volumes in excess of 3,100 vehicles 
per hour can be expected in the future as development 


occurs in the West Hamilton Mountain area and 
Ancaster east of Highway 403. Forecast traffic 


volumes will exceed the existing capacity of this 
screenline by a factor of two by the mid 1930's. 

The Mountain East-West and North-South Corridor 
Study has identified a road system in this area 
which will satisfy travel demand. This includes 

the realignment of Mohawk Road to establish a direct 
connection with Golf Links, and a new 6 lane east- 
west arterial road providing high quality direct 
access to Highway 403 at the existing interchange 
location at Mohawk Road. In addition, development 
in Ancaster will generate the need for extending 
Stone Church Road through to Southcote Road. The new 
arterial system would improve access to Highway 403 
and would effectively increase the total screenline 
volume to 3,600 veh/hr on the West Mountain. 


The capacity of the revised road configuration 
is capable of lowering the forecast volumes to 
about 84% of the proposed capacity. The timing of 
road improvements at this screenline is very 
dependent upon the rate of development in West 
Hamilton and Ancaster and the implementation 
schedule for the new arterial. During the short 
term future, there is some possibility for providing 
access to those areas by extending Stone Church Road 
or by widening Rymal if the new arterial is delayed in 
the approval process or the staging of construction. 


At the present time, transit usage in this 
corridor is about 2% of all personal travel. . 
Forecasted transit is anticipated to play a signifi- 
cant role in the sizing of road improvements. The 
improvements identified above reflect a major increase 
in transit ridership to facilitate approximately 14% of 
all personal travel. This level of transit service is 
anticipated on the basis of providing regular fixed route 
bus service to the West Mountain and Ancaster east of 


Highway: 403. 


edt SCREENLINE 14: EAST HAMILTON 
MOUNTAIN 


With present traffic volumes well below capacity, 
the three major roads crossing this screenline can 
accommodate major increases in traffic. However, the 
future traffic volumes here may vary greatly from 
projections, depending upon the inter-relationship 
between land development and transportation access. 

It appears that slow land development in the Saltfleet 
community has been occuring because the area is 
presently insufficiently served by access roads. The 
Provision of transportation funds for road construction 
however is normally dane to solve “an existing 
problem. The solution to this dilemma will result 
from the provision of the north-south freeway as 
proposed in the Corridor Study. This road will not 
only satisfy the north-south travel demand requirements 
in the east Hamilton Mountain, but will additionally 
provide transportation access to the Saltfleet 
Community. 


Forecast travel demands for this screenline presently 
depend upon the construction of the north-south freeway. 
Without this road, it is possible that Saltfleet 
Community will not develop as planned, and yet with 
this road, development in the Saltfleet Community 

will require approximately three traffic lanes to 

serve it alone or capacity will be exceeded in the 
taecer pare “or the 1990" 's, 


The provision of a east-west arterial/freeway 
has been identified as an integral part of the 
attractiveness of the north-south access freeway. 
If this road system is to function as planned, the 
easterly portion of the east-west arterial/freeway 
should be constructed concurrently with the north- 
South road. Since the orientation of most of the 
tratfic on the facility will be toward the bay area, 
and will consume most of the three lanes of capacity 
for the new road, at least one additional lane in 
each direction is required elsewhere on the screenline. 
The new arterial in combination with widening of 
Stone Church and Rymal Roads is therefore necessary to 
reduce the residual road deficiency. These road 
improvements are dependent upon a sizable increase in 
the amount of transit utilization. 
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Transit utilization at this screenline is presently 
4% of all personal travel or about 60-70 persons in 
the peak hour. Transit usage 1s low because of the 
small population and the low population density in 
the Saltfleet Community. Development of improved 
transit Service and transit utilization is very much 
tied to residential development and a suitable road system 
serving the community. If full development in 
the community is achieved, potential usage of 
conventional bus transit will be increased. Transit 
utilization in the order of 16% for all personal 
travel is feasible. The implementation of special 
transit services, to access the possible intermediate 
Capacity transit line or the Bay Front Industrial Area 


may be used to further improve the effectiveness of 
transit. 


The analysis indicates that improved transit service, 
construction of a new east-west arterial, and the widen- 
ing of Regional Roads on Screenline 14 will reduce 
thery/c ratio to 1.00. At this volune, average 
travel speeds are In the order or 15 mph, traffic is 
queuing Up at intersections and traffic has 
difficulty crossing arterial streets. If congestion 
is to be reduced further, special emphasis on transit 
service is required to provide a service competitive 
with the automobile. These improvements may 
include the provision of limited stop or semi- 
express transit, the provision of reserved transit 
lanes or some other measure for improving the 
attractiveness of transit travel. 


Se dele SCREENLINE 15 anp 16: 
HAMILTON ESCARPMENT 


Present traffic volumes in this corridor are now 
approaching 74% am93% of the capacity for screenlines 
15 and 16 respectively. 


Analysis of these two screenlines is combined 
because geographically they serve the same area and 
because the existing transit system concentrates ail 
transit travel on Screenline 15. 


A number of road improvements are capable of 
extending the capacity of the existing road system. 
These improvements allow optimum use of the existing 
mountain access without modifying the portion of 
road on the escarpment. These improvements include: 
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(a) modification to the intersection of James 
Street South and St. Josephs Drive to 
increase the capacity of the approaches 
to the Jolly Cut and James Mountain Road. 


(b) modifications to Wentworth Street to 


increase the capacity of the approaches to 
the Sherman Access. 


(c) road widenings in the vicinity of King St. 
East and Highway 20 to increase the capacity 
of the approaches to the Highway 20 cut. 


These improvements represent only short term solutions 
to anticipated capacity problems on Screenline 15 and 16. 
Major transit and road improvements will be necessary to 
satisfy long term needs. 


Analysis indicates that travel demands for 
escarpment access immediately south of the C.B.D. 
would exceed the capacity of the existing road and 
transit system within the next five years. It was 
also confirmed that this area has a high potential 
for an intermediate capacity transit system capable 
Ot attracting an excess of 9,000 transit ciders if; 
the peak direction. Such a system is required for the 
following reasons: 


(a) The natural orientation oftrips to and 
from the ©€.B.D. permit the concentration of 
escarpment accesses within an area south 
Of tne Cvs. 


(py 1t 26 a policy of Regional Council Ghat road 
improvements between Becketts Drive and the 
Sherman Access inclusive will be limited to 
improvements to the existing accesses. 


(c) The high cost of improving existing access 
Wolves does not appear CO present a “cost 
effective solution. 


(4) Road improvements to existing accesses would 
add to the traffic on access roads passing 
through the C.B.D. and contribute to congest- 
ion in the downtown area. 


(e) The transit connection will provide reserve 
capacity to accommodate development south 
of the escarpment beyond the planning 
horizon. 


Traffic Oriented toward Hamilton Mountain and 
passing through the C.B.D. will continue to generate 
congestion in the downtown at the escarpment even 
with the implementation of the intermediate capacity 
transit system. The Mountain North- South and East- 
West Corridor Study was initiated to examine the 
possibility of supplying additional road access 
across the escarpment. The proposed freeway in that 
Study is located toward the east end of the escarpment 
to divert traffic, between the industrial complexes 
and residential areas on the mountain, away from the 
CoB. . access routes. 


Travel demand estimates completed for the 
Facilities Plan have confirmed the need for major 
transit improvements in the downtown area (Screenline 
15) and the need for major road improvements (Screenline 
16). A detailed evaluation of the need for road improve- 
ments on the eastern portion of the escarpment is 
presented in the four reports of the North-South and 
East-West Corridor Study. One key assumption of the 
analysis of the road solution is that an intermediate 
capacity transit system will become operational before 
the end of the planning period. 
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in order to Satist 
screenlines, transit uti 
from 260 to 30%. This me 
r 


y tre vel demands on these 
ization must be increased 
ns the actual number of 


ex 


transit riders must increase from the present 3,000 
persons per hour to over 8,000 persons per hour. 
Effective use of urban bus transit operating in mixed 
traffic is usually capable of meeting this demand; 
however, other types of transit can provide adequate 


t 


service. 

Travel demands in the 8,000 to 9,000 pphpd range 
are in the lower operational range of intermediate 
capacity transit systems. Various systems can 
Satisfv the transit demand, can be implemented at 
relatively low cost, have good flexibility for expan- 
sion and represent proven technologies. 


The Intermediate Capacity Transit System Study 
will address the matter of transit service on Screen- 
line 15 in great detail The study will examine the 
Urban Transportation Development Corporation's . 
new Intermediate Capacity Transit System as a potential 
system of satisfying transit demands in the central 
mountain area. The Study will compare the U. -T.D.C. 
system with competitive systems to clearly identify 
the transportation, social,environmental and financial 
impacts of installing the system in Hamilton. 


-4\|1- 


Major increases in the level of transit service 
on Screenline 15 will not eliminate the need for 
additonal transit services on Screenline 16. [In 
addition, some potential has been identified for a 
limited amount of express bus service from the Mountain 


to the Bay Front Industries via the proposed north- 
south freeway. 


Seo 5 SCREENLINE 17: STONEY CREEK 
ESCARPMENT 


Traffic volumes at this screenline are presently 
only Ll? of capacity. Traffic service across the 
screenline is provided by New Mountain Road and 
Fifty Road, since the present condition of McNeilly 
Road does Not Significantly contribute to capacity; 

im tne future, tratfic volumes will not increase 
Significantly because large increases in population 
or employment have not been anticipated in areas 
served by this screenline. The v/c ratio will change 
Erom Onl) “un 1978 to 0.19 in 2001. “It a new north— 
south freeway is not constructed at Screenline 16, 
travel demands at this screenline will be two times 
greater than with a freeway. Nevertheless, a new 
access route across this screenline is not needed 

to support land development in the Region. 


The existing demand and perceived potential for 
transit in this corridor has been estimated to be 
negligible because of the low traffic volumes and 
rural nature of origins and destinations at this 
screenline. 


The condition of escarpment access roads has been 
a concern for both the Region and Stoney Creek. in 
Fecent years, the condition of the accesses: have deter— 
iorated to the point where partial road closures have 
been implemented to protect the motorist. The Study 
of Mountain Access Requirements in Stoney Creek was 
initiated in 1979 to examine alternatives related to 
either upgrading existing accesses or the construction 
of a replacement access to provide the strategic 
road connections connecting Upper and Lower Stoney Creek. 
None of the alternatives investigated will affect the 
need for road improvements for escarpment access an 
east Hamilton. Nevertheless, if this road was con- 
structed prior to the north-south freeway, the new 
access route would attract some non-local and through 
traffic requiring access to the Mountain from the Q.E.W. 
The maximum amount of non-local ETarELe is not anticipated 
to exceed one traffic lane at any time during the planning 
period. 

Regardless of the outcome of the present study 
measures should be taken to protect lands for a future 
mountain access route at Fruitland Road. 
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crm Paks SCREENLINE 18: WEST DOWNTOWN HAMILTON 


in 1978 this screenline was approaching 90% 
of its capacity. Future traffic volumes are anti- 
cipated to increase substantially as employment 
growth occurs in the downtown area. Screenline 
Capacity will be exceeded in the mid 1980's. Without 
road capacity improvements in this corridor, there 
will be a 4,100 veh/hr deficiency by the year 2001. 
Screenline analysis has indicated that 60% of this 
traffic will require access to the Highway 403. The 


other 40% of this traffic is destined to West Hamilton 
and Dundas. 


West of Highway 403, the present road system is 
anticipated to satisfy traffic demands,provided the 
existing level of traffic service is maintained and 
high transit utilization is achieved. 


East of Highway 403, the present road system 
cannot satisfy forecasted traffic volumes and the 
construction of additional traffic lanes is necessary. 
Although transit must be significantly improved, 
transit by itself cannot satisfy the future travel demand. 
This road deficiency has been recognized in a number of 
previous studies. 


The Perimeter Industrial Road Study was initiated 
in 1975 to examine the need for improved access to the 
Bay Front Industries and the C.B.D. and to determine 
a means of diverting heavy trucks away from the 
downtown area. Additionally, the study completed 
the feasibility and functional design analysis nec- 
essary to identify basic requirements for making the 
roadway operational. Travel forecasts show that the 
construction of this road will greatly reduce the 
traffic service deficiency by reducing the v/c ratio 
to approximately 1.00. 


This road by itself will not eliminate all traffic 
congestion in this corridor. Since a v/c ration of 1.00 
represents traffic conditions where short delays and 
queuing are prevalent at intersections, drivers will 
have difficulty crossing arterial streets and the 
average operating speed is less than 25 km per hour. 
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Transit usage in this corridor can be expected 
to increase from about 10% to 233 of all personal 
travel. The corresponding increase in transit rider- 
ship is from 1,000 persons to 4,600 persons in the 
peak hour. In order to accommodate this amount of 
transit usage, a high quality bus service must be 
operating in the corridor. Although these volumes 
of transit patronage are in the range of other types 
of intermediate capacity eransit, bus fhansit can 
adequately meet demand and provide enough flexibil- 
ity to service trips destined to West Hamilton, Dundas, 
Burlington and Ancaster. 


In order to encourage transit usage in this 
corridor, transit should be given Special considera- 
tion in the form of exclusive transit lanes or a 
busway between the downtown area and Highway 403. 
This type of priority treatment for transit is 
necessary to achieve transit utilization in the range 
of 23%, Since road expansions greater than that 
proposed in the Industrial Perimeter Road Study 
cannot be recommended,the residual congestion in this 
corridor will have to be resolved through more 
errective use of transit. 


operas SCREENLINE 19: EAST DOWNTOWN 
HAMILTON 


In 1978, traffic volumes at this screenline 
were close to 75% of the available capacity. 


TeeanSsue <CChLLUZation sin figs cortieor scanioe 
expected to increase from 10% to 35% of all personal 
travel. The corresponding chang® in transit rider- 
ship would be 5,. 000 persons in the . 
peak hour. Achieving this percentage of transit 
utilization is dependent upon a high quality fixed 
route bus service to make transit more competitive with 
the auto. The analysis indicates that if the level 
of transit utilization is not lncreased there will 
be approximately 1,000 additional ge eh IN Sk 
utilizing the corridor. Under these conditions,traffic 
volumes would be approaching capacity and congestion 
could be expected. 


Future increases in traffic will be marginal 
as a result of constructing the north-south freeway 
route ln eastHamilton. The Proposed freeway will 
divert traffic away from the downtown access routes 
and away from Screenline 19. Road improvements 
are not anticipated for this screenline unless 
projected transit usage is not achieved. 


Soyo SCREENLINE 20: EAST HAMILTON 


The existing traffic volumes of 3,450 veh/hr. 
are within 85% of the screenline Capacity of 
A720 Vveny hr. Existing transit is now 15% of “ald 
personal travel. 


travel Utilization in. thie corridor can: be 
expected to increase from 15% to 27%. In terms 
of transit riders, this is shown to be an increase from 
800 persons to 5,400 persons per hour. Again, 
this amount of transit ridership is best provided 
by bus services crossing the screenline at two or 
moree Locatrons,. This travel corridor ts not 
sufficiently narrow to concentrate passengers on 
a single line haul system as required by many 
intermediate capacity transit systems. 


Even with these increases in transit ridership, 
a number of minor road improvements will be required 
to meet traffic demand. Analysis has shown that a 
number of minor improvements can be made to the 
arterial system in this corrider to marginally in- 
crease traffic capacity and to eliminate the need for 
major improvements. These improvements are mainly 
related to intersection improvements on King Street, 
Queenston Road and Barton Street and the reconstruction 
of King Street between Highway 20 and Nash Road. 


Intersection improvements to the arterial street 
system are anticipated to marginally meet the require- 
ments of traffic service. Other road 1mprovements 
Will be required if transit ridership increases do 


not occur. 
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An extension of Greenhill Avenue from across 
the valley to the Rosedale Community is not required 
on the basis of the above discussion and does not 


represent a reasonable alternative to other improve- 
ments identified, 


bo ke SCREENLINE 21: NoRTH WEST HAMILTON - 
CNR MAINLINE 


Existing traffic volumes now represent only 
30% of the available capacity at this screenline. 
Transit utilization represents 5% of all personal 
travel crossing this screenline. 


Transit utilization at this screenline can be 
feasibly increased from 5 to 19 percent of all personal 
travel. The corresponding increase in transit util- 
ization during the same time period is 350 to 1,900 
persons in the peak hour. These transit trips are 
destined to areas in Hamilton north of the CNR line. 
Transit trips to Burlington from the CBD may utilize 
either York Blvd.or King Street to gain access to 
Highway 403. 


If special consideration is given to transit in 
the construction of the proposed Perimeter Industrial 
Road, there is a possibility that between 2,000 to 
3,000 additional transit trips may be utilizing Enis 
corridor. Diverting transit traffie destined to 
Burlington away from the Main/King pair would require 
special study to identify the impact of a high number 
of transit vehicles utilizing the north-south street 
system at this screenline. While buses operating 
inemixed trafLfice north of the CNR are capable of 
satisfying the local demand for transit, there is a 
high potential for giving buses special priority 
south of the Perimeter Industrial Road - Priority 
treatment would be in the form of exclusive bus lanes 
during the peak periods to make transit travel times 
more competitive with the automobile. 


With the construction of the Perimeter Industrial 
Road, future traffic volumes will exceed the existing 
capacity of the screenline unless additional teaLirc 
lanes are provided. Traffic diverted from other 
east-west roads west of the CBD Wilt be divercved 
northward creating congestion on north—SoOuLmt streets 


i r 9990's. 
tm the late 1930's: or early 199 : - 7 
However, a number of road improvements could be 
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completed which are capable of providing sufficient 
capacity until the end of the planning period. 

With these improvements, the volumes will represent 

74% of available Capacity. These improvements include 
grade separating Wellington and Victoria Streets at 

the CNR Mainline, reconstruction and widening of 
Wellington Street north of Barton Street, reconstruction 
and widening of Bay Street to four lanes south ope 

the CNR and reconstruction or modification of the 

bridge structures over the CNR at Bay Street, James 
Street, and John Street. Road network changes should be 


done in a manner that does not encourage through traffic 
movement in the North End community. 


yon) SCREENLINE 22: norTH EAST HAMILTON 
CNR MAINLINE 


Traffic volumes in this corridor are presently 
within 84% of the screenline Capacity.” Hourly trattica 
volumes are now exceeding 5,000 vehicles in the peak 
hour. The transit utilization at this screenline is 
10% of all personal travel. 


The Mountain North-South and East-West Corridor 
Study has identified the need for a new north-south 
freeway crossing the east end of this screenline. The 
purpose of this road has been discussed under Screen- 
line 15 and 16. The construction of the proposed 
road would attract traffic to this screenline from 
Screenlines 21 and 23 and would substantially increase 
total traffic volumes, but would remove about the 
Same amount of traffic from the arterial street 
System. Year 2001 traffic on the arterial east and west 
street system would remain approximately equal to the 
existing volume. 


mie amount of future transit weilization im this 
corridor is dependent upon the proposed freeway 
construction. Transit ridership has been forecasted 
to increase from 800 to 2,000 persons per 
hour. Transit trips in this area are destined to areas 
east of downtown below the escarpment. Trips to other 
destinations utilize Screenline 21. The proposed 
freeway is capable of attracting an additional 600 
person trips to transit, provided a high quality 
limited stop or Semi express service is provided 
on the freeway between the Bay Front Industries and 
Hamilton Mountain. 


sig 


Since the greatest Majority of transit travel 
across this screenline is between the Bay Front 
Industries and the portion of Hamilton below the 
escarpment, special transit service does not appear 
warranted. Transit service should continue to be 
fixed route buses operating in mixed traffic. For 
this reason, transit cannot be considered an alter- 
Native to new road construction below the escarpment. 


. Forecasted traffic volumes for the year 2001 
without the proposed freeway indicate the existing 
street system has sufficient traffic Gapacity. The 
v/c ratio for this condition is 0.69. However, to 
solve traffic capacity deficiencies in the downtown 
area, additional road capacity is required at this 
screenline. Construction of the proposed freeway 
will increase traffic volumes by 3,500 vehicles before 
. the end of the planning period. However, ‘this trarfic 
increase will be confined to the proposed freeway. 

The impacts of the freeway on Hamilton arterial 
streets south of the CNR mainline will be slight. 
Major screenline improvements other than the proposed 
freeway are not required to support development. 


cere s SCREENLINE 23: STONEY CREEK - 
CNR MAINLINE 


In 1978 traffic volumes utilized only 25% of 
the capacity of the screenline. Transit utilization 
was negligible. 


Transit utilization in this corridor will increase 
to about 4% by the end of the planning period. The 
density of existing development in the vicinity of 
the screenline is very low and proposed residential 
and industrial development north of this screenline 
is also anticipated to be low in size and in density. 
For this reason, transit cannot be considered as 
an alternative to road improvements in this corridor. 


Traffic demands for the year 2001 will be sub- 
stantially higher at 4,600 veh/hr in the north bound 
direction. However, traffic will not be evenly 
distributed along the screenline. Highway 20 and 
Fruitiand Road will have v/c ratios of 0.92 and 0.96 
respectively. Fifty Road will have a v/c ratio of 
0.64. Highway 20 will also be close to capacity in 
the south bound direction. Highway 20 and Fruitland 
Road should provide four lane arterial travel at the 
CNR rail line and Fruitland Road with grade separation 
designed in a manner that provides capacity for a future 
mountain access. 
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Other roads in the area between the QEW and Barton 
Street will be required to provide access to the 
Stoney Creek Industrial Park. Improvements to north- 
south arterial roads east of Fruitland Road in this 
corridor should be completed in a way that will not 
encourage land development south of Barton Street. 


in pias SCREENLINE 24: BEACH STRIP 


Existing traffic volumes on the Q.E.W. Skyway 
are now approaching theoretical Capacity. These 
high traffic volumes in combination with bridge geo- 
metrics, severe weather conditions or Haigh, ruck 
volumes contribute to occasional periods of traffic 
congestion or the complete breakdown of traffic 
service. Present traffic volumes are exceeding 85% 
of the available capacity and the Skyway is anticipated 
to be completely deficient in the early 1980's 
unless additional capacity is provided. 

In 1978, there was an unbalanced directional Splat 
throughout the day with 57% of traffic travelling in 
the north bound direction. A high percentage of 
truck traffic in the peak hour (over 12%) contri- 
butes to traffic congestion because heavy vehicles 
travel at significantly lower speeds on the Skyway. 
This high volume of trucks significantly reduces the 
servicability of both lanes for faster moving pass- 
enger vehicles. 


During the course of the planning period, the 
vYOlUMe OL Erabric in this corridor 1s anticipated 
to increase by more than 5,000 vehicles in the peak 
hour. At present standards tnis means there would 
be a capacity deficiency of approximately 4,700 peak 
hour passenger vehicles. The deficiency is approx- 
imately two traffic lanes per direction. Since this 
Crartic 16 principally through traktic or oriented 
toward the industrial areas in Hamilton and Stoney 
Creek, ‘there is little opportunity to divert traffic 
EOvOtNer COrricors. 


The Ministry of Transportation and Communications 
identified the problem as early as 1973 and recommend- 
ed at that time either expanding the bridge structure 
Or building tunnels to alleviate congestion. However, 
because of the high financial cost associated with 
the capital improvements, another study was undertaken to 
determine ways for delaying development of the 
ultimate solution for as long as possible. 
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Key results of this study recommended that road 


expansion in the Beach Corridor should proceed in 
three stages as follows: 


Stage cs Construct a four lane limited 
access arterial along the west side of 
the beach strip to divert Gratric from 
the Bayfront Industrial area to Burlington 
away from the Skyway. 


Suage ~LL: Construct a new five lane bridge over 
shipping canal and complete expansion of 
QEW to six lanes between Hwy 403 to 
Hwy 20. 


Stage III: Expand the remaining sections of the 
Q.E.W. between the Guelph Line in 
Burlington and Highway 20 to eight lanes. 


Travel demands developed for the Facilities Plan 
confirm the need for both the interim arterial solu- 
tion and the ultimate expansion of the Q.E. W. to 
eight lanes. With both of these facilities in place, 
the estimated screenline capacity is 9,800 veh/hour and 
ie y/e ratio 1s 0.91. The calculated y/fe ratio 
with improvements indicates there would be an accept- 
able level of traffic service. 


Travel forecasts indicate an increase in transit 
usage is feasible and would increase the number of 
Pransit users from 14 to 6% of all person trips. 
This represents an increase in the number of transit 
riders from approximately 100 persons at present to 
almost 700 persons in the future. 


Bhs a SCREENLINE 25: ANCASTER ESCARPMENT 


The existing screenline volume utilizes only 
34% of the screenline capacity. There is now a 
negligible amount of transit usage. 


Future transit usage in this corridor is capable 
of growing to approximately 8% of all personal travel. 
Ridership has been estimated at approximately 500 
in the 2001 peak hour. Transit service for this level 
of transit usage can be easily accommodated by an 
expansion of the existing services. 
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Traffic volumes have been projected to increase 
from 2,500 veh/hr in 1978 to 4,850 veh/hr by the end 
of the planning period. The improvements to Burlington 
Street now under consideration will Satisfy traffic 
demands throughout the planning period, provided 
transit utilization exceeds 17% of personal travel. 


Dion SCREENLINE 31: WEST CENTRAL MOUNTAIN 


Traffic volumes in the west central mountain are 
starting to approach road Capacity. The existing 
volume now represents 84% of available CAabacLty. 


Transit utilization is in the order of 3% of all personal 
travel. 


A number of interim improvements are capable of 
delaying the need for road construction. Minor 
improvements south of Limeridge Road are capable 
of improving the capacity by 500 veh.in the peak 
hour. These improvements have already been identi- 
fied by the Engineering Department and are now 
scheduled for construction. 


Transit utilization at this screenline is presently 
very low relative to other areas on the mountain. 
The reason for this is partly due to secreeniine 
tecation and the orientation of transit trips. The 
high demand for transit between the mountain and the 
downtown area results in transit routes forming a 
radial pattern from central mountain accesses. The 
Principal direction of all routes in the vicinity of 
Screenline 31 is north and south except for the 
Mohawk Route. Consequently few transit routes 
cross this ‘screenline. The low transit utilization 
Geos, Sclrechiiine 15, Chererore, 11 Pale co the 
orientation of transit travel and in part to the 


pattern of transit routes. 


Transic Utilization at this sereeniine is 
dependent on the type of intermediate | 
capacity transit system selected for Screenline 15, 
If an intermediate capacity transit system is pro- 
vided in the vicinity of Upper James, transit rider- 
ship at this screenline may exceed 2,300 person trips. 
Under these conditions transit utilization will be 
in the order of 213 of all personal travel. If the 
existing bus service continues untid the end of the 
planning period, an increase in transit utilization 
of only 1% is expected because the orientation of 
transit travel here will not change. The results 
of the transit study now underway will provide a 
full description of transit services and utilization 


it this COTrriaor, 
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Forecasted traffic volumes on the mountain are 
expected to increa®Sto 6,500 veh/hir with the con= 
struction of the east-west arterial south of Limeridge. 
The arterial connection to a north-south freeway will 
result in a major shift in travel patterns on the 
mountain by significantly increasing the amount of 
east-west traffic south of Mohawk Road. Construction 
of the east-west arterial would raise the existing 
capacity to only 5,500 veh/hr. (Limeridge reverts 
to a local street). To further reduce potential 
deficiency at this Screenline, both Stone Church 
Road and Rymal Road have to be expanded to four lanes. 
Expanding these two roads to four lanes without 
provision of the east-west arterial will not be 
sufficient to eliminate congestion but will reduce the 
v/c ratio to the more acceptable ranges of congestion. 


Additional road construction beyond upgrading 
the arterial street system and adding the east-west 
arterial cannot be recommended. The residual 
travel demand must be resolved through the provision 
of high quality transit service. The Intermediate 
Capacity Transit Study should address this issue in 
some detail. 


3.5,26  SCREENLINE 32: EAST CENTRAL MOUNTAIN 


the 1978 traftfiic volume of 2,250 veh/hr is presently 
well below the screenline capacity. The v/c ratio 
Locos ano he SexLeting transit wtilizeacion is 11. 


As with Screenline 31, a number of interim 
improvements are possible which could increase the 
vehicle capacity by 600 veh/hr. These minor improve- 
ments have already been identified by the Engineering 
Department and are contained in the Regional Capital 
Budget. 


Teansit utilization 1n this corridor 16 relerively 
low at 11%. Transit utilization for 2001 has been 
estimated at 12% in the west bound direction and close 
to 30% in the east bound direction. Transat 
service in this corridor should continue to be pro- 
vided by buses operating in mixed traffic. The 
impacts of an intermediate capacity transit system 
may not significantly affect transit utilization : 
unless a high quality feeder system 1s implemented. 


A detailed evaluation of the road system for 
this screenline has been completed in the Mountain 
North-South and East-West Corridor Study. With the 
construction of the freeway-arterial system, the 
traffic demand will increase to 6,750 veh/hr and the 


=5 32 


capacity will increase to 7,350 veh./hr. The v/c ratio 
will increase to 0.91. As development occurs on the 
mountain and arterial roads are upgraded to urban 


standards, the v/e ratio will be further reduced to 
U2 ea, 


4.0 EVALUATION OF RELATIVE IMPORTANCE 


4.1 EVALUATION REQUIREMENTS 


This evaluation establishes the order of 
importance of transportation projects according 
to relevant criteria. In the Facilities Plan, 
criteria are related to goals established in the 
Regional Official Plan. The evaluation therefore 
“arranges projects by the assessment of factors 
recognized as important to the implementation of 
the Official Plan land use. For this reason, 
while many road improvements have been identified 
in the Facilities Plan screenline evaluation, 
only major projects necessary to the successful 
development of the Regional Official Plan are 
ela zed . 


A number of criteria not examined in the 

evaluation are also very important such as public 
Safety and financial planning, =t 1s not. the 
intent here to preclude the evaluation of these 
factors when establishing the Regional project 
priority, however, these criteria are best dealt 
with at a different time in the series of decisions 
leading sco. the construction of a project. In fact 
other criteria may be used to change the priority 
of projects identified here. In the event this 
happens, the Facilities Plan will indicate some of 
the benefits or disbenefits of advancing or delaying 
the implementation of these projects. 


in addition, throughout the report a number “of 
feasibility and functional planning studies have 

been identified. These studies are intended to 
examine a potential problem in greater detail. 

These studies should re-examine the importance 
individual projects, indicate whether a change is . 
required and make appropriate recommendations regarding 


priorities. 


One important factor not included in the evaluation 
criteria is cost. While cost is important in any 
priority planning process, it has not been evaluated 
here because it is related to the ability of the 

Region to supply services when required, not to 

the functional characteristics of land development 

and transportation system operation. For this reason 
cost data is important to scheduling Regional financial 
investment and is better evaluated in the Capital 


Budget. 


Relevant cost data is presented in the next chapter 
to assist the budget planning process in this regard. 


The Pacilities Plan priority evaluation permits the 
development Of priorities on the basis of other 
criteria such as cost because there is sufficient 
flexibility in project timing to advance or delay 
projects within a specified time period. 


4,2 EVALUATION COMPONENTS 


Four critical components have been identified which 
reflect the goals and objectives of the Official 
Plan, and relate the progression of land development 
and the provision of transportation services to 
Regional growth. Exhibit 4.1 illustrates how 
critical components fit into the evalution process. 
A detailed description follows: 


Le Land Development: This critical component 
reflects the importance of serving growing 
areas in the Region. While it must be rec- 
ognized that transportation services by 
themselves are not always capable of 
stimulating population or employment growth, 
the provision of transportation services 
is capable of removing some of the restrictions 
preventing growth. This component identifies 
the capability for transportation services 
to encourage development at the Regional level. 


2 Land Development Transportation Interface: 
This critical component reflects the importance 
of transportation projects, if limited financial 
resources do not permit transportation project 
implementation to keep pace with land develop- 
ment. This component identifies the locations 
of improvements which maximize the available 
lands which may develop if not all improvements 
can be undertaken as the need arises. 


Sie Transportation System: This® critical component 
reflects the importance of projects to the 
transportation system as a whole. This 
component identifiesthe locations of improvements 
which maximize the ability of the system to 
service traffic. The importance is based on the 
concept of supply and the interdependence ot 
transportation improvements. 
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Project Timing: This critical component reflects 
the time period in which projects will have 
to come on-stream in order to satisfy growth 
in travel. Of the four components, this is 
the most important since it can rdentLeiy 
Regional investment patterns for Capatal 
intensive projects. Importance identified 
in the other three categories may become 
less important if there is little or no 
conflict in Regional financing of projects 
because they are required at different times. 


4,3 ANALYSIS OF IMPORTANCE 


As shown in Exhibit 4.1, one or more subcomponents 
have been identified for each critical component. 
These sub components are numerically quantifiable 
values representing the importance of land develop- 
ment, land development transportation interface 

and the transportation system requirements. A 
complete description of the sub components and 

the mechanics of the analysis is contained in the 
Appendix B. 


the results of the evaluation. of criticai components 
NOt telated to project timing are includea in 
Exhibit 4.2. The exhibit indicates the relative 
importance of one screenline relative to all other 
screenlines where deficiencies have been forecasted. 
A scaling process is used to indicate the relative 
importance of each screenline. The process assigns 
a value of zero to the least important screenline 
and a value of one for the most important screenline 
and then scales all other screenline values so 

they represent a number between zero and one. 

Column 5, represents the overall importance of one 
screenline to all others. Values shown in this 
column are determined by adding the columns 2,3 and 
A and then applying the scalung process. »~Column 6 
shows the rank of screenline importance as 
determined’ in column 5. Column 7 shows: Che Major 
Capital improvements associated with each screenline. 
Projects associated with each screenline are assigned the 
same relative importance as the screenline 
importance. Columns 8 and 9 indicate necessary 
improvements to be completed at each 16Catron. 

Where projects are associated with more than one 
screenline the assigned importance reflects the 
highest screenline importance of all screenlines 
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At this point in the analysis, the importance of 
Project timing is evaluated. Final project -importance 
ts: plotted On a bar graph using the project timing 
Option as a basis. As shown in Exhibit 4.3 

the height of the bar represents the project 
importance independent of time. The horizontal 
dimension of the bar represents a range of time 
during which the various major projects can be 
completed. The date indicated by the left side 

of the bar indicates the time at which minor 
improvements should be implemented to maintain 
traffic service. At that time either minor or 
major improvements must be completed. The width 

of the bar indicates the time period during which 
minor traffic improvements are capable of main- 
taining an adequate level of traffic service. The 
right hand side of the bar indicates the time 

when major traffic improvements will have to 

be completed if severe congestion is to be avoided. 


The graph in Exhibit 4.3 identifies the North- 
South Freeway with an appropriate feeder system 
as the single most important project. However, 
ches facility is mot required until the mid 
1980's, A humber of projects identified -are 

not rated as high, but certain road 

improvements are required immediately to maintain 
traffic service. Road improvements for 
Burlington Street and one section of Highway 6 
North are scheduled for 1980. Within the next 
year, the interim arterial road connection 

on the Beach Strip is required, and an expanded 
Q.E.W. is required before 1992. Other projects and 
project timings ane also identified in the graph. 
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aie PROJECT COSTING 
S11 LEVEL OF DETAIL 


Costs developed for transportation projects indicate 
the order of magnitude of investment anticipated for 
the Region to the year 2001. Project cost estimates 
are developed on the basis of average: uni costs 
utilized by the MTC and the Regional Engineering 
Department wherever possible. As such, costs presented 
in this report should be revised as required when 

new or more detailed information becomes available for 
each project. 


Costs were generally estimated on the basis of 

UNLC costs for construction and land acgutsition. Une t 
construction costs are contained in Appendix F of the 
Volume I report. This method was applicable to many 
types of projects where detailed information was not 
available. Land acquisition costs for these projects 
were estimated from costs indentified for projects with 
Similar land requirements and development characteristics. 


A number of projects identified in this report are 
contained in the 1980 - 1984 Capital Budget for Hamilton- 
Wentworth. The Budget process provides details about 
the cost of construction and land acquisition in more 
detail than required for the Facilities Plan. Wherever 
possible the cost estimates developed for the Capital 
Budget!are utilized in this report. 


In addition, costs have been updated for a number of 
transportation projects where feasibility and | 
functLonal planning studies have been compleved in the 
past. These include the Mountain North-South and 
East-West Corridor, the Perimeter Industrial Road, 
Hwy.403 from Ancaster to Brantford, and the DH oW. 
Skyway. Detailed cost estimates were available for 
the recommended alternative in each of the studies. 
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aye PROJECT CAPITAL COST 


The total capital costs for all projecte ts $5338 million 


of which transit capital costs represent 21% and road costs 
represent 79%, 


The total capital cost for transit improvements, at 
$70 million reflects only land acqmisition and construction 
of an intermediate Capacity transit system across 
Screenline 15. No other transit Capital costs have been 
included. While a number of locations for bus lanes 
have been identified in the Region, it was assumed that 
these lanes would become operational by converting lanes 


serving mixed traffic to exclusive bus lanes. The cost 
of the conversion is very small and has not been 
included in the capital cost estimates. In addition, 


the capital cost of acquiring new buses has not been 
included in the total capital cost estimates since it Ls 
assumed buses will be obtained at a relatively constant 
rate over the planning period, unlike road improvements 
which must be initiated at a single PoOLnt: in time. 


The capital costs for road improvements is close 
to 2260 - Ml? ton. Of this total, the North-South 
Freeway and East-West Arterial represents 30%, the Beach 
Strip improvements including construction of an interim 
arterial road and Skyway improvement represent 29%, the 
Perimeter Industrial Road represents 14%, and the 
Burlington Street improvements represent 7%. The 
remaining 20% consists of about 30 projects with 
considerably lower capital costs ranging from $300 thousand 
CO So) iia LOM Roadway capital costs are shown in 
(Gp 4 9 9a My eee eget Oe : 


The actual cost to the Region for each of these 
projects will depend upon the subsidies available and 
timing of construction. Provincial Highway improvements 
to Highway 6, Highway 403, the Q.E.W. and Highway 5 . 
will be funded 100% by the Province. Most of the projects 
on Regional Roads are eligible for Provincial subsidies, 
which average about 50% of total capital costs. Special 
road and transit improvements may receive greater subsidies. 
Subsidies will reduce the actual Regional costs to about 
2 i ON of which 92% reflects road projects and 


8% represents transit projects. 


Exhibit SoL 


ROADWAY 


N/S E/W Rd. 
QEW Skyway 
Perimeter Ind. 


Burlington St. 


Highway 6 North 


Rd 


E. 


Stone Church Rd. 


Rymal Rd. 


Highway 403 West 


Highway 403. 
Highway 5 
Highway 6 
Highway 403 
Q.E.W. 

Bay St. 

Mii St. 
King St. 
Brampton St. 
Mohawk Rd. 
Sherman Cut 
Mohawk Rd. 
Mohawk Rd. 
Plains Rd. 
Fennell Ave. 
Mohawk Rd. 
Fennell Ave. 
Mohawk Rd. 
James St. 
Victoria Ave. 
Mohawk Rd. 
King St. 
King St. 


King St. 


Kenilworth Ave. 


Aberdeen Ave. 


Fennell Ave. 
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ROADWAY IMPROVEMENTS AND COSTS 
CUD LS 


LOCATION 


Hwy 403 to QEW 
Canal to Burl. St. 
Hwy 403 to Sherman Ave. 


Kenilworth to QEW 


Parkside Dr. to Reg. Bdy. 
Ham.-entire length 
Ham.-entire length 
Hwy 2 to Reg. Bdy. 
Main St. W. to Lim. Art. 


Hwy. 6 to Reg.Bdy. 


Hwy. 403 to Parkside Dr. 
King St. to Hwy. 6 

Hwy. 20 to Reg. Bdy. 
Barton to Perim.Ind. Rd. 
Hwy. 5 to Mtn. Br. Rd. 
At Hwy 20 

Woodward to Nash 


Rice to Magnolia 
Crockett & Upper Sherman 


At Upper Sherman 


At Upper Ottawa 


At Hwy 6 


At Upper Sherman 


At Upper Gage 


At Upper Gage 


At West 5th 


CNR Mainline to Perim. 


CNR to Perim. Ind. Rd. 


At Garth 
At Parkdale 
At Quigley 
At Pottruff 
At Central 
At Dundurn 


At East 5th 


jIntersection 


Ind. 


jIntersection 


IMPROVEMENT 


Yew 6 lane/4 lane facility 
New highway & arterial 
New facility 
Elevated section 
Reconstruct & widen 
Widen to 4 lanes 
iden to 4 lanes 
re facility 

iden to 7 lanes 
Widen to 4 lanes 
Widen & access control 
Widen to 8 lanes 
Widen to 6 lanes 
Widen & improve structure 
Pecees er uertan 
Intersection improvement 
gad roadway & structure 
Intersection improvements 
Intersection improvements 
[Intersection improvement 
Intersection improvement 
Grade Separate 
Intersection improvement 
jIntersection improvement 
Intersection improvement 
improvement 
Improve structure 
Grade separate 
[Intersection improvement 
Intersection improvement | 
Intersection improvement 
Intersection improvement 
improvement 


Intersection 


improvement 


Intersection improvement 


OTAL COST 


$79,970,000 
77,500,000 
37 757 OO 
18,750,000 
8,050,000 
720 >5),000 
7,650,000 
7,380,000 
3,825,000 
2,760,000 
2,136,000 
1,840,000 
1,568,000 
1,246,800 
920,600 
840,000 
721,600 
648,000 
565,000 
501,000 
475,200 
472,000 
466,000 
436,000 
430,000 
412,000 
396,800 
396,800 
363,000 
246,000 
246,000 
246,000 
246,000 
246,000 


246,000 


kos ERE: on 


$44,000,000 
9,600,000 
20,700,000 
10,300,000 
4,350,000 


4,200,000 


400,000 
360,000 
310,000 
280,000 
260,000 
260,000 
260,000 
245,000 
240,000 
230,000 
220,000 
220,000 
200,000 
135,000 
135,000 


135,000 


135,000 
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Significantly greater emphasis on transit planned 
for the future will necessitate integrated financial 
Planning for both transit and road transportation 
facilities, to optimize investnont. 


Development in the Region must incorporate features 
that will accommodate and promote transit usage 
(especially in suburban areas). 


Although bus service will remain the Prinerpal form 

of transit in the Region, a higher Capacrey transit 
system will be required to supply service across the 
escarpment south of the C.B.D. Transit must be 
competitive and must supply sufficient Capacity it 

the additional requirements for major road improvements 
in this area are to be limited. 


Immediate aggressive promotion of transit must occur 
if the public is to be convinced of its benefits 

and the estimated levels of transit ridership are to 
be achieved. 


Interregional transit service must be upgraded 

to maintain a high accessibility to jobs and 
services for a wide variety of trip end locations 
outside of Hamilton. 


Interregional bus service provided in the Highway 
403/Plains Road corridor appears to be the best 
form Of transit to serve the wide variety of trip 
end locations for travel between Hamilton-Wentworth 
and Burl iieaton: 


To further promote the use of transit the inter- 
regional bus service oriented toward downtown 
Hamilton must possess well integrated connections 
with other transit modes, pedestrian travel md 
downtown activities. 


Regional road improvements are required to accommodate 
travel associated with planned Regional growth. 


These include: 


= Burlington Street East 
The North-South Freeway and East-West Arterial, and 


- The Perimeter Industrial Road 


oO 
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Provincial Highway widenings including: 


THedvO.8 We). and Skyway bridge) 


Highway 403 east and west Of Hamilton 
- Highway 6 north and south Of Hamilton 
- Highway 5 at Waterdown 


are required to overcome projected roadway 


deficiencies and to increase Regional accessibility 
LO Surrounding areas. 


Highway 6 north and south of the Region will remain 
important highway links providing access to the 
Region. Continued approval of development with 
Girect access to the highway will result in a severe 
reduction of capacity and quality of service on 
these highways. 


Implementation of specific minor road improvements 
should be effective in delaying the requirements for 
construction of some major transportation Facilities. 


PROJECT TIMING 


The relative importance of major transportation projects 
in supporting and stimulating planned development 

and the relative time frame in which the project 

must become operational was assessed.. 


The North-South Freeway is the most important road 
in support of and stimulating development; followed 
by the Perimeter Industrial Road. Berets protects 
are required in the mid to latter 1980's. 


Improvements to Burlington Street East, the Q.E.W. 
beach strip corridor and Highway 6 north ate 
required immediately. 
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RECOMMENDATIONS 


In order to accomodate the land development 
approved in the Regional Official Plan the 


following Regional projects should be considered 
for implementation: 


In the next five years 


O 


oO 


Burlington Street East reconstruction. 


Acquisition of land for the Mountain East- 
West and North-South Freeway. 


Improvements to Mountain access routes in 
Hamilton including: 


- widening Upper James from Mountain Brow 
to Fennell Avenue. 


- improvements at base of the Jolley Cut. 
- improvements to Sherman Access. 


- intersection improvement at King Street 
and Centennial Parkway. 


Intersection improvements on Mohawk Road from 
Garth Street westerly. 


Beyond the five Year Capital Budget. 


O 


Construction of the North-South Freeway from 
Q.E.W. across the escarpment in the mid 1980's. 


Construction of the East-West arterial in the 
mid to latter 1980" s. 


Reconstruction of Stone Church Road west of 
Upper James with extension to new north- 
south road in Ancaster depending upon the 
rate of development on Allarco properties. 


Conetruction of a new north-south road in 
Ancaster from Rymal Road and Glancaster 

Road to Mohawk Road depending upon the 

rate of development on the Allarco properties. 


Intersection improvements at Aberdeen Avenue 
ana Dundurn Street. 
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@ Construction of the planned Industrial 
Perimeter Road in the late 1980's. 


@ Reconstruction and widening of Stone Church 
* Road and Rymal Road to be courdin:ated with 
with the staging of the East-West and 
North-South Freeway and the Staging Of 
development. 


@ Construction of a new North-South road on the 
Hamilton Stoney Creek boundary from the north- 


south Freeway to Rymal Road to be coordinated with 
the Freeway staging. 


® The construction of an intermediate capacity 
transit line between downtown Hamilton and 
the Hamilton Mountain by the early 1980's. 


In order to maintain and increase the level of 
accessibility to the Region from the surrounding 
areas’it is recommended that the Province implement 
the following projects: 


@ Reconstruct Highway 6 to at least 4 lanes 
from Highway 403 to Highway 401 in the early 
135.0 "s. 


e Construct a new four lane arterial road 
connection across the Beach Strip as soon 
as possible. 


® Expand the Q.E.W. crossing the Hamilton Harbour 
shipping canal to an eight lane capacity 
in the mid to latter 1930's. 


® Expand the capacity of Highway 6 through the 
Clappison cut by: the late 2980's. 


@ Expand the capacity of Highway 403 from 
Mohawk Road to Highway 6 by the mid 1990's. 


© Implement land use access controls 
along Highway 6 north from Highway 403 
to Highway 401 and on Highway 6 south from 
Rymal Road to the Regional boundary immediately. 
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Ripe fave It is recommended that the following more detailed 
studies be conducted prior to implementation of 
the projects: . 


By the Region: 


@ A route alignment, feasibility and functional 
planning study of Intermediate Capacity Transit 
between downtown Hamilton and the Hamilton 
Mountain ( This study is now underway) . 


By the Province: 


© A functional planning study to address the 
feasibility of expanding the Capacity of 
Highway 403 between Mohawk Road and Highway 6. 


@ A study of the impacts of the proposed Highway 8 
By-pass of Cambridge on the traffic demands 
on Highway 8 and Highway 6 in Hamilton- 
Wentworth. 


# A feasibility study plan for the expansion 
Of Highway 5 through Waterdown. 


@ A functional plan of the expansion of Highway 
oe through the Clappison Cut, 


e A study to develop access control guidelines 
for Provincial Highways. 


Ra 4. In order to promote and encourage a greater use 
of transit service in the future it is recommended that: 


e Transit capital budget planning be done in 
conjunction with road capital budget planning 
in order to obtain the optimum allocation of 
funds expended on transportation services. 


* The Region embark on a long term program to 
promote transit usage. 


® A study be initiated to evaluate in detail the 
feasibility of implementing reserved bus lines 
and express transit service in specific 
corridors where transit travel will be required 
to increase in the future. 


> 
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Oo A long term strategy for the acquisition 


of. transit capital equipment be adopted 
that recognizes the larger role that 
transit must play in Carrying people in 
the future. 


In order to identify changing requirements in 
the timing or priority of transportation system 
improvements, it is recommended that: 


e) 


The Region annually monitor changes in key 
indicators of travel, 


The Province monitor traffic and travel 
patterns on those sections of Provincial 
Highways identified as requiring future 
improvements. 
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APPENDIX A 
ROADWAY IMPROVEMENTS 
AND 
COSTING 


Notes: Costing Abbreviations used: 
Con, = Construction 


Sie = Speiebl(eiebhaeys 
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APPENDIX B 
MECHANICAL DERIVATION OF 
PRIORITIES 


anos 


MECHANICAL DERIVATION OF PROJECT PRIORITIES 


Appendix B describes the mechanics of developing 
screeniline priorities. 


First, subcomponents had to be developed and 

defined in a way that would adequately describe the 
concept of the critical components in numerical 

form. The following additional criteria were used for 
choosing subcomponents. 


Subcomponents had to be: 


8 Simple to insure thay would be easily 
understood and easily calculated. 


@ sensitive to social and economic influences 
i, Sa a, Lege . 
which create the need for transportation 
system improvements. 


® monitorable to insure priorities may be 
SS Se eS . . . 
modified as change in social and economic 
condi ctronsioeccur. 


The following sections describe each subcomponent on the 
basis of justification, methodology of development, 

| and final equation. The last section describes the 

: normalization or scaling process which is used to 

| place the importance of each screenline on a scale 

from zero to one. 


The results of the subcomponent evaluation are shown 
Tm ee np Bl. 


ine 


Justification: 


Methodology: 


Mechanics: 


Results: 
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Importance of screenline relative to overall Regional Growth 
ee ennenne Tetative to ove KEG 


Some screenlines serve a greater proportion of the 
Regional population and employment growth than others 
Screenlines serving the greatest portion of growth 
Should be given priority to insure that transportatio 
constraints in any part of the Region do not restrict 
Or constrain development. 


since P.M. peak Hour travel is principally from 
locations of employment to the home, both development 
areas generating travel and developing areas 
attracting travel should be evaluated. Select link 
tables are used to identify the source and 
destination of travel at screenlines. Trip origins 
were therefore used to identify the importance of 
screenlines in removing development constraints to 
growth in Regional Employment Areas. Trip 
destinations were used to identify the importance of 
screenlines in removing development constraints in 
Regional Residential Areas. Growth in either 
population or employment outside Hamilton-Wentworth 
are not included in the analysis since priorities 
were established on the basis of Regional Growth oniy 


Bsuli) So, BG) so Grsiig i= Ss 8G(5) 
REG RPG 


where ESL (2) 


PrLOrity Of soreenline (1) in serving 
regional employment growth 


BG{j) = Employment growth in zone (4) if 
serviced by screenline (i) 

REG = Total growth in Regional Employment 

PSL(1) = Priority Ge scréeniane (1) in serving 


population growth 


PG(j) = Population growth in zone (j) if servec 
by screenline (i) 


RPG = Total growth in Regional Population 


Galculation. results for ESh.(i). and PS) are 
shown in Columns 2 and 3 respectively of Exhibit 
Bl for all screenlines with forecasted 
deficiencies. 
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a. importance of Satisfying Screenline Deficiencies 


Justification: 


Methodology: 


Mechanics: 


Results: 


The magnitude of transportation deficiencies vary 
widely across the Region. Some of the screenlines 
have a great deal of reserve Capacity and may 
accommodate very large increases in traffic volumes, 
while others have very little reserve capacity and 
May accommodate very small increases in traffic 
volumes. For this reason screenlines where large 
increases in traffic volumes have been anticipated 
but only small increases in traffic can be accommodated 
Should be given a higher priority than screenlines 
having only a marginal deficiency by the end of the 
planning period. This priority is related to the 
order in which transportation service improvements 
should be supplied. 


At all screenlines where transportation deficiencies 
have beén identified the existing traffic volume is 
subtracted from forecasted 2001 p.m. peak hour traftrtic 
volume at the screenline. If the resulting number 

is positive then a transportation deficiency 

is confirmed. The total Regional deficiency is then 
calculated by adding the deficiency identified at 

each screenline. The priority of the screenline 

is then determined by calculating the portion of the 
total Regional deficiency anticipated at an individual 
screenline. 


P4{(a) = Wh) = VCt2) 
Wa) = Ver) 
a 
where P4(i) = Priority for screenline (i) related to 
the amount of additional services 
required 
W(i) = Vehicle volume forecasted for screenline (1 
VC(i) = Existing vehicle capacity for screenline (i 


Calculation results for P4(i) are shown in 
Column 6 of Exhib2at BL 


3. Importance of Screenline to Regional Transportation System 


Justification: Screenline traffic volumes vary widely throughout 
the Region with some serving a greater percentage 
of total peak hour trips than others. For this 
reason, some screenlines are more important than 
Others in enabling traffic to move through the 
Region. Screenlines serving a greater portion of 
total trips made during the P.M. peak hour should 
be given a higher priority as a measure of their 
importance to the transportation system. This 
priority represents the demand for service. 


aie. 


Methodology: The total number of 2001 P.M. peak hour vehicle 
trips in Hamilton-Wentworth has been estimated at 
approximately 140,000 trips. The total. vehicle 
demand at a screenline is obtained from the traffic 
assignment and screenline analysis. The priority 
is determined by dividing the screenline travel 
demand by the total Regional travel demand. 


Mechanics: 
Pai) = W (i) 
CRV T 
| where P3(i) = Priority for screenline (i) indicating 
| the demand for traffic service 
| W(z) = Vehtele volume Eorecasted Eor seréentine (2 
i TRVT = Total Regional Vehicle Traffic in 
| vehicles utilizing the Regional 
| Road System 
Results: Calculation results are shown in column 7 


On Exhibit Bas 
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4. Importance of Interrelated Transportation Improvements 


Justification: The implementation of one transportation improvement 
| to eliminate deficiency at one location may 

| potentially shift the congestion problem to another 
| location in the transportation system. The “corridor 
pattern of travel in Hamilton-Wentworth means that 

| traffic improvements are often linear in nature and 
affect more than one screenline. For this reason a 
| bottleneck at allocation upstream of a particular 
screenline may be limiting the need for improvements 
at downstream locations. The removal of that 
bottleneck permits larger amounts of traffic to 
access other screenlines and may contribute to 
congestion problems at those locations. It should 
be remembered that traffic flows in the a.m. peak 
hour are often in the reverse direction and the 
location of congestion may shift to a different 
location. Priorities should identify the inter- 
relationship of single transportation improvements 
which affect more than one screenline. Higher 
priorities should be given to groups of screenlines 
where there is a high degree of dependence for 
eliminating congestion on a single or set of 
transportation improvements. 


Methodology: All linear transportation projects have been plotted 
on a map to identify the number of screenlines 

. affected by major projects. For each screenline 

2 where transportation improvements have been identified, 

the number of other screenlines affected by the 

| improvement are counted. Screenlines having common 

| or related solutions are therefore given higher 

priority. The screenline having the highest and 

lowest number of related projects represent the 

range of the interrelationships and a factor is 

determined by comparing an individual screenline's 


relation to the range. 
Mechanics: 
Pota) > >» Ib) 
RID 
where P5(i) = Priority for screenline (i) relating the 
dependence of solutions of this 
screenline to other screenlines 
ID(i) = Number of other screenlines affected 
by a screenline (i) improvement 
RID = The range of screénlines effected by 
transportation improvements at all 
other screenline locations 
Results: Calculation results are shown in column 8 of 


EexhvoLe, Bi 


Results: 


Example: 


~—B7 = 


5. Normalization of Subcomponents 


Process: 


The normalization process is completed for sub- 
component priorities as follows: 


a) 


b) 


Cc) 


d) 


e) 


Mh 


Sum the priority of the subcomponent by screenline 


Isolate the highest and lowest sums to be used as 
Control totals 


For each screenline priority, subtract the lowest 
Screenline priority 


Divide the resulting difference for each screenline 
by the difference between the highest difference 
for all screenlines 


The resulting number represents the combined sub - 
component priority 


This process is repeated for subcomponents when 
calculating the overall priority 


Subcomponent Scaling Process 


SL 
a 
b 
c 
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SL 
SL 
SL 
SL 


— Critical factor subcomponent 


ty ee (normalized value) 
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II 
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calculated value 


Or) (9) Ol) fap 


calculated value 


normalization of Land Development and 
Transportation System subcomponents are 
shown in columns 5 and 10 respectively 


O£ 
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DESCRIPTION OF EXHIBIT Bl 


Exhibit Bl summarizes the results of the evaluation 
process for establishing screenline importance and 
project priority. A brief description of the 
exhibit columns follow: 


Description 


Screenlines where future travel deficiencies have 
been identified 


Subcomponent of Land Development reflecting 
calculated values related to growth at the 
origin of p.m. peak hour travel by screenline 
(ESL). 


Subcomponent of Land Development reflecting 
calculated values related to growth at 
destination of p.m. peak hour travel by 
screenline (PSL). 


Row sum Of columns 2 and 3.. 


Find screenline importance for critical component 
related to Land Development determined from 
applying normalization process to column 4. 


Final screenline importance for critical 
component related to land development/ 
Eransportation intert ace determined 
from normalizing the single subcomponent. 


Subcomponent of Transportation System reflecting 
calculated values related to future demands 
for transportation service by screenline. 


Subcomponent of Transportation System reflecting 
calculated values related to the dependence 

of other parts in the transportation system 

on this screenline location. 


Row sum of columns 7 and 8. 
Final screenline importance for critical component 
related to the transportation system determined 


from applying the normalization process to 
ColuM 3 


Row Sum.oL columns 5, 6G and 10. 
Final overall screenline importance as determined 
from applying normalization process to column ii. 


A relative ranking of all screenlines. 
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